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Viceroy Champions Indian Railways 
WE are glad to note that the new Viceroy, Lord Linlith- 
gow, has followed up his enterprising and progres- 
sive address to the Indian Railway Conference Association 
_referred to in an editorial note in our issue of Decem- 
ber 11—by a vigorous defence of the Indian railways and 
their efforts to increase their efficiency, in his speech to the 
Associated Chambers of Commerce of India, on Decem- 
ber 21, summarised in our Overseas columns on 
98. After refuting as unfair the assertion of the 
President of the associated chambers that Indian railways 
were attempting to improve their position by the easy 
method of raising rates, His Excellency said that such a 
policy was the last thing the railways wanted, and he 
voiced their views when he reiterated that cheap railway 
t 
] 


page 


ransport was essential for industrial and agricultural deve- 
opment. Continuing, he remarked that the railways were 
always prepared to reduce rates if there was a reasonable 
likelihood, of recovering the cost of reduction, but it must 
be clearly realised that a 25 per cent. reduction of rates 
involved a 50 per cent. increase in traffic to insure the 
same net earnings. If railways were to be run on com- 
mercial lines they could not countenance ‘a wide rates 
reduction without being assured of a reasonable -counter- 
balancing traffic increase. Referring to the Wedgwood 
Committee, Lord Linlithgow said he was glad the associ- 
ated chambers agreed with him that its composition was 
appropriate as best.-qualified to find solutions to the 
many difficult problems with which the Railway Depart- 
ment was faced at present. 
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The late Mr. Urie and his Engines 

The late Mr. R. W. Urie whose death, on January 6, we 
record on page 115 of this issue, ranked as one of the 
most able of British locomotive engineers, holding decided 
opinions of his own regarding certain of the more debatable 
problems connected with the design of locomotives, and 
carrying them successfully into practice during his régime 
as Chief Mechanical Engineer of the then London & South 
Western Railway. Mr. Urie was a strong advocate of 
the two-cylinder method, with the cylinders placed outside 
the frames, and for this he was criticised in certain 
quarters. This criticism was more particularly to the fore 
when the first of the large 4-6-0 type express engines of 
the No. 736 class appeared, it being urged that with out- 
side cylinders measuring 22 in. by 28 in. set at a distance 
ot nearly 7 ft. between centres, the ‘‘ shouldering ’’ action 
would be pronounced and the engines unsteady and hard 
on the track. As we are able to testify, this prophecy was 
not borne out in practice and, indeed, the engines were 
among the most comfortable from the riding point of view 
that we ever had the opportunity of testing. Whatever 
merit there is, or was, in eliminating the crank-axle it is 
naturally to be found where the two-cylinder arrangement 
with outside cylinders is resorted to, and it is further 
claimed that such a plan reduces big-end and axlebox 
troubles to a minimum—important considerations from 
the running and maintenance standpoint. As it happened 
we were probably among the last to visit Mr. Urie in his 
office at Eastleigh before his retirement, having spent an 
afternoon shortly before he left in discussing with him 
matters associated with locomotive design, a conversation 
that has always remained a pleasant memory owing mainly 
to the very kindly and yet convincing manner in which he 
elaborated the points he desired to make. The peaceful 
manner of his passing was in keeping with his general 
attitude towards life as we found him. 

* oo * BS 


The Week’s Traffics 


The latest traffic returns of the London Midland & Scot- 
tish, Great Western, and Southern Railway Companies 
are for the week ended January 10, and that of the London 
& North Eastern is for the week ended January 9. Each 
return is called the first for 1937, but omits the figures for 
two days of the present year on the L.N.E.R. and for 
three days on each of the other three railways. Returns 
for the previous week were in substance for the 53rd week 
of 1936, owing to the incidence of Leap year, and the 
returns now shown do not give an adequate comparison 
with the position at this time a year ago. 





Ist Week 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 
+ / / # 7. 
L.M.S.R. 4,000 — 10,000 33,000 39,000 3-44 
L.N.E.R. 1,000 9.000 34,000 2,000 5-03 
G.W.R. 3,000 7.000 7.000 3,000 0-66 
S.R. 6,000 2 000 6,000 2,000 0-60 


The returns of the Great Northern Railway (Ireland) and 
of the Great Southern Railways are for the week ended 
January 8, and are called the first for 1937, but omit one 
day of. the New Year. The Great Northern shows: an 
increase of £50 from passengers, but a decrease of £1,700 
from goods. On the Great Southern there are decreases of 
£299 from passengers and £4,528 from goods. 
* * * * 


Rohilkund & Kumaon Railway 

A gain of Rs. 4,24,125 in net earnings is shown by the 
report for the year ended September 30, 1936, as a rise 
of Rs. 5,73,018 in gross receipts was acconpaned by 
an advance of Rs. 1,48,893 in working expenses. The 
Rohilkund & Kumaon Railway Company works the 
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Lucknow—Bareilly State line in addition to its own, and 
its share of the net earnings for the year under: review 
a nounted to Rs. 19,14,932 against Rs. 16,94,307 for the 
previous year, producing, with gain in remittance, 
£156,168 against £136,792. Stockholders will receive 18 
pe: cent. per annum by way of dividend and bonus, com- 
pared with 16 per cent. for the previous year. 
1935-36 1934-35 

Mean mileage i a 573 573 
6,653,177 6,602,434 
1,518,052 1,211,053 
1,903,493 1,828,517 

44-39 45-93 

Rs Rs. 
26,59,900 26,94,378 
Goods traffic receipts 44,35,659 39,44,343 
fotal earnings re ig 74,26,763 68,53,745 
Working expenses 32,96,797 31,47,904 
Net earnings ? 41,29, 966 37,05,841 


Passengers sai 
General merchandise, tons .. 
[rain-miles 


Operating ratio, per cent 


Coaching receipts 


Coaching receipts were generally down except for a slight 
increase from intermediate In general mer- 
chandise the principal increases occurred under sugar cane 
and its allied products. Locomotive expenses advanced 
by Rs. 1,35,710 due to renewals. Maintenance of way 
and traffic expenses were down. 


passengers. 


* * * * 


Overseas Railway Traffics 

Argentine railways have begun the second half of their 
financial year well, and in the past fortnight the most 
gratifying feature has been the increase of £97,709 in 
Buenos Ayres Great Southern traffics which has reduced 
that company’s decrease to £4,338. During the same 
period the Central Argentine has added £52,217 to its 
previous increase, the Buenos Ayres & Pacific has added 
£30,653, the Buenos Ayres Western £27,094, and the 
Cordoba Central £19,710. At this time a year ago the 
Pacific had an increase of £191,992, and the Central 
Argentine one of £79,587, but the Great Southern was 
£111,727 down. 


No.of Weekly Inc. or Aggregate Inc. or 
Week lraffics Decrease raffic Decrease 
f £ f f 

Buenos Ayres & Pacific 28th 100,620 14,545 2,221,444 105,36! 
Buenos Ayres Great Southern 28th 200,062 68,100 3,377,996 4,338 
Buenos Ayres Western 28th 62,655 12,890 1,229,793 62,898 
Central Argentine 28th 158,617 29,451 3,943,951 643,236 
Canadian Pacific Ist 448,600 45,400 448,600 45,400 
Bombay, Baroda & Central India 39th 319,875 54,009 6,257,325 274,875 


For the 52 weeks of 1936 the Canadian Pacific had gross 
earnings of £27,712,800, an increase of £1,777,000. 
* * * * 

A Railway Christmas Party 

There seems to be no limit to the inventiveness of 
American railroad administrations in attracting passenger 
traffic by means of excursions of an out-of-the-ordinary 
description. We have previously referred to summer trips 
combining scenery with railway operating features, 
including some very fast travel; as a winter variant we 
have the ‘‘ New England Christmas Party ’’ of the New 
York Central, or the ‘‘ Lonely Hearts ’’ excursion, as the 
American press likes to call it. The day’s programme 
began on Christmas morning with a departure by special 
train from the Grand Central terminal at 9.35 a.m.; after 
calls at certain suburban stations came a journey up the 
Harlem Valley and through the beautiful Berkshire moun- 
tain region—with Santa Claus and entertainers on board, 


and presents for every passenger—to Pittsfield, where 
Christmas dinner was provided, together with music, 
bridge, games, and dancing at the Wendell House. For 


outdoor enthusiasts there were winter sports and drives 
included in the total, and very reasonable, charge of 
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$4.75. After remaining from 1.28 to 5.20 p.m. at Pitts 
field, the special train, which included lounge and obsery 
tion cars and the latest type of coaches, returned to Ney 
York, and was due at 9.3 p.m. As a year previous 
the ‘‘ Christmas Party ’’ proved extremely and deserved'y 
popular. Its value to the railway organising it Is not 
merely the immediate revenue secured, but the much more 
important asset of popularising railway travel. 


= 


* * * * 


The L.M.S.R. Task in 1937 

‘‘ To register ‘ increases’ on ‘ increases’ is no simple 
matter’’ says Mr. Ashton Davies, Chief Commercial 
Manager, L.M.S.R., in a New Year message to readers 
of the Commercial Department’s journal, Quota News. 
Considering the advance in receipts of £2,247,000 recorded 
up to December 13, 1936, it might well seem that satura- 
tion point has almost been reached, were it not for the 
new opportunities offered by the Coronation year, and 
the constantly improving service which the L.M.S.R. 
salesmen have to dispose of. Among the new facilities 
to which Mr. Ashton Davies refers are the Sunday cheap 
travel tickets introduced by the L.M.S.R., L.N.E.R., 
and G.W.R. on January 3, and the fact that the L.M.S.R. 
is adding 42 vehicles to its caravan coach fleet. The aim 
of all the company’s salesmen—which includes not only 
the official canvassers, but every member of the staff 
whose duties bring him into contact with the public— 
must be to bridge the gap still existing between last 
year’s results and those of 1929. After the first 50 weeks 
of 1936 there was still a leeway of 12°82 per cent. to 
make up, and Mr. Ashton Davies warns his readers that 
it is often the concluding stages of any achievement which 
are the most arduous. 


* * 4 


L.M.S.R. “ All-Line ” Improvement Policy 


Mr. C. R. Byrom, Chief Operating Manager, L.M.S.R., 
strikes as realistic a note as Mr. Ashton Davies in his 
message to readers of On Time. He does not minimise 
the extra effort that will be called for by expanding 
traffics, but expresses his confidence in the ability of 
the Operating Department to shoulder the burden. The 
demand for faster, and in some cases more frequent, pas- 
senger services, and for progressively accelerated goods 
trains, must be anticipated, he says. It is the company’s 
policy to carry through an “all-line’’ programme of 
acceleration, and improvement of operating equipment, 
which will achieve a general speeding up of traffic move- 
ment and amelioration of service in every part of the 
system. The excellent progress in reducing engine casual- 
ties made during 1936 will assist in the maintenance of 
these improved facilities, but Mr. Byrom calls for sus- 
tained effort in this direction. He also points out some 
phases of operating which require special attention in 1937. 
Among these are the working of freight trains, delays at 
passenger stations, and the running of Sunday passenger 
services. The ‘‘ small mishap with the big effect on 
punctuality ’’ is another problem against which Mr. 
Byrom urges an intensive campaign throughout the 
Operating Department. 


* * * * 


Faster from Germany to Scandinavia 

The rivalry of various routes for the traffic between 
Germany and Scandinavian countries, to which from time 
to time we have drawn attention, will be intensified with 
the opening this year of the Storstrém bridge between 
Masnedo and Orehoved in Denmark, whereby one of the 
two train-ferry crossings on the principal Berlin-Copen- 
hagen route will be abolished. But the acceleration so 
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made possible will not be confined to Denmark; as detailed 
ize 100 of this issue, it will extend to the whole route, 
will be of so radical a description that the night 
ice from Copenhagen via Gjedser-Warnemiinde will 
h Berlin 8 hr. 10 min. later—a cut of 1 hr. 59 min. 
hile in the reverse direction the night service from 
Berlin will make Copenhagen in 9 hr. 3 min., a gain of 
| hr. 43 min. Not only so, but by rearrangement of the 
es of the connecting trains into and out of both Berlin 
| Hamburg, a great number of entirely new connections 
| be made with the cities in the south and east of 
Germany, whereby the usefulness of this service will be 
itly enhanced. The day services via Warnemiinde- 
Gjedser will be expedited 35 min. northbound and 40 min. 
southbound—a gain which is exclusively due to the cutting 
out of the Storstrém ferry. Completion of the electrifica- 
on of the Swedish State line between Gothenburg and 
Halmstad will permit some speed-up of the service between 
Berlin, Malm6, and Oslo; coupled with the acceleration 
in Norway last year, and the opening of the Rigen dam 
in Germany, both day and night times between Berlin 
and Oslo in both directions will have been cut by roughly 
two hours in two years. 
* * * * 


The Gotthard versus the Brenner 

To those who are acquainted with the formidable 
gradients of the Gotthard main line in Switzerland, it 
might hardly seem possible to accelerate further the heavy 
international passenger services which work over this 
route, but the next issue of the timetables, operative from 
May 22, will witness some substantial cuts in time. The 
existing 9.5 a.m. from Milan to Basle is to start at 9.45 
a.m.—with new connections making later starts by 2 hr. 
5 min. from Genoa and 90 min. from Turin—and to be 
speeded up from 5 hr. 55 min. to 5 hr. 32 min. over the 
199} miles of Swiss territory between Chiasso and Basle; 
by Karlsruhe it will have recovered the entire 40 min. 
The weighty evening northbound sleeper, at 4.50 p.m. from 
Milan, will leave at 5.20 p.m., and will recover 29 of the 


30 min. in running from Chiasso to Basle, which will take 


4 hr. 50 min., four stops included. From Melide through 
Lugano to Rivera the line climbs 640 ft. in 14 miles; and 
from Bellinzona to Airolo all but 3,000 ft. in 41 miles, 
with a ruling gradient of 1 in 38 and much sharp curva- 
ture; while downhill speeds barely exceed those uphill, 
by reason of curves and regenerative braking. Yet the 
average speed of this express, in face of such difficulties 
and including stops, will be as high as 41:3 m.p.h. 
throughout. Going south the 6.45 a.m. from Basle will 
start 3 min. earlier and will be accelerated by 37 min. 
to a journey of 4 hr. 58 min. to Chiasso, reaching Milan 
45 min. earlier, and connecting there with a new Italian 
high-speed railcar service to Bologna, Florence, and Rome, 
of which the time is not yet fixed. These enterprising 
Swiss time-cuts are doubtless influenced by competition 
between the Gotthard and the Brenner for German-Italian 
traffic. 
* * * * 

The Postland Derailment 

Major Wilson found it impossible to decide with certainty 
the cause of the derailment at Postland, L.N.E.R., on 
July 27, 1936, as shown in a summary of his report 
on page 121. After a very full investigation he 
concludes that the accident most likely arose from 
undue oscillation of a light four-wheeled van next but 
one from the engine, probably combined with some irregu- 

ity in the track. Minor irregularities of gauge were 

iceable on the line in the rear of the derailment, due 
chiefly to looseness of the old fangbolt chair fastenings 
nd of a number of keys. The cross level of the track, 
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also, was not perfect. The risk arising from running 
light vehicles of short wheelbase between heavier and 
longer stock is already recognised, as regulations prove. 
We know, from other sources, of incidents which justify 
the doubt some now feel as to the advisability of running 
such stock in fast main line expresses at all. A single 
derailment with calamitous results—luckily at Postland 
there were hardly any passengers in the train—would 
produce a very serious effect on the public and might 
hinder the development of the improved services the rail- 
ways have in their power to give. 


* * * * 


Locomotive Feed Water Treatment 

An interesting paper on the above subject was read at 
a meeting of the Institution of Locomotive Engineers in 
London on November 25 by Mr. J. S. Hancock. Remark- 
ing that the success of water softening depends on the 
elimination of priming, the author said that the simplest 
remedy, that of frequently changing the boiler water, was 
not recommended, since it decreases to a very great extent 
the availability of the engine. The success of intermittent 
blowing down depends largely on keeping engines to the 
same workings and in the hands of the same few engine- 
men. On the L.M.S.R. the rate of boiler water discharge 
varies from one gallon a minute for shunting tank engines 
to 2:7 gallons for express passenger engines, and is equiva- 
lent to approximately 7 per cent. of the water consump- 
tion. In order to minimise the loss of heat, the blow-down 
water may be passed through a cooling coil in the tender 
before running to waste on the track. Tank engines on 
the L.M.S.R. are not fitted with these cooling coils, the 
blow-down water being discharged into the ashpan. The 
advantages of continuous over intermittent blow-down are 
that it is entirely automatic and removes the minimum 
quantity of water from the boiler, whilst keeping it free 
from priming. The boiler mileage depends only on the 
amount of scale-forming impurities brought into the boiler 
by the feed water. In the case of softened water 
containing the minimum of such impurities, the mile- 
age may be extended to at least 5,000, thus increasing to 
an appreciable extent the engine’s availability. Reference 
was made to the automatic blow-down valve used on 
L.M.S.R. locomotives, which is bolted to a pad on the 
boiler back plate and takes boiler water from a point 
2 in. above the highest point of the crown of the firebox. 


* * * * 


Who is Khrenova ? 

“Who is Kbrenova, what is she, that all our trains 
deplore her?’’ Khrenova is signalwoman at Kotsuovo, a 
station in the U.S.S.R. staffed entirely by the accomplished 
Caughters of Eve. Although Kotsuovo is reported to be 
among the most efficiently run stations on the Soviet rail- 
ways, we take leave to suppose that this may be mere 
gallantry. For our own part, we should regard the 
bouquet as a matter of policy, for one does not lightly 
disparage the aptitude of ladies whose charming graces 
include the wielding of point levers and shunters’ poles. 
We wonder, however, whether traffic at Kotsuovo is 
handled with the same disdainful inconsequence as tha? 
with which we have seen buns and tea propelled in our 
direction across the counters of British refreshment rooms, 
and whether the whims of authority receive the same 
anxious attention as they would at stations with a. per- 
sonnel of naturally servile males. So long, however, as 
Kotsuovo remains an Gasis of femininity in a railway 
desert administered by the humbler sex, we suspect that 
its staff will have no difficulty in laying elsewhere the 
blame for any complications that may arise. Men are 
so stupid. 
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Passenger Fares and Facilities for 1937 


MM’ HE increased revenue which the railway companies 

secured during 1936 from passenger travel amply 
justified the policy which they have been following, and 
accordingly very little alteration is proposed in the existing 
fares and facilities during 1937. The latest available 
Ministry of Transport statistics indicate that during the 
first seven months of 1936 there was a small increase 
in the number of passengers carried at standard or ordi- 
tares as compared with the corresponding period 
which, 
se of first class passengers, was due 
to longer journeys being made. No alterations could be 
level of standard or ordinary fares 
without disturbing the general relativity of reduced fares; 
iddition, it is not considered that sufficient 
secured to offset the immediate 


Mary 
of 1935, and an appreciable increase in receipts, 


particularly in the « 


made in the general 
ind as, in 
additional traffic could be 
loss which would result from a reduction in the standard 
cost of working the additional traffic, 
modification will be made. 


fares, and cover the 
it is unlikely that any 

So far as concerns reduced fares, it will be remembered 
that monthly return tickets were introduced experimentally 
in May, 1933, and adopted permanently on January 1, 
1935, from which date first cheap were 
reduced by 10 per cent. to 50 per cent. 
corresponding cheap third class fares. The 
penny a mile, third class, extended availability 
month, and freedom former restrictions as 
to train service, have made these tickets extremely popu- 
a substantial increase in revenue has been secured 


fares 
over the 
reasonable 


( lass 


fare ol a 


of one from 


lar, and 


under this head. The tickets are subject in the case 
of the G.W.R. and two northern companies to minima 
of 3s. 9d. first class and 2s. 6d. third class, and, in orde1 
to test whether the maintenance of these minimum fares 
was having a deterrent effect upon rail travel, arrange- 


ments were made to abolish then experimentally between 
a number of L.M.S.R. and L.N.E.R. stations in the North 
of England and in Scotland, and also at a large numbet 
of G.W.R. and L.M.S.R. stations in South Wales. Owing, 
however, to unfavourable weather conditions and other 
local circumstances, we understand that no final conclu- 
sion can yet be drawn from the results which were 
secured, and the experiment is to be continued for a further 
period at the same stations. 

One of the outstanding features of railway travel during 
the past twelve months has been the ingenuity and enter- 
prise displayed by the companies in the arrangement 
of cheap day, half-day, and evening trips. It is im- 
probable that any alteration will be made in the extremely 
reasonable level of these fares, but the experience of the 
companies in 1936 indicates that the possibilities of cheap 
travel on Sundays are well worth exploring. During 1937, 
therefore, the L.M.S.R., L.N.E.R., and G.W.R. com- 
panies are issuing on Sundays cheap day return tickets 
between any pair of stations on their respective systems, 
either for local or through journeys, at the ordinary 
third single fare for the double journey, with 
first class fares 50 per cent. above third class, subject 
to the same minimum fares as apply to the monthly 
return tickets mentioned above. These tickets are avail- 
able by any train leaving at or after midnight on Satur- 
day night, and for return by any train leaving up to 
midnight on Sunday night. This new facility is described 
as ‘‘ Bargain travel,’’ and has been introduced as an 
experiment. Details were given in our issue of January 1. 
The only other innovation is in connection with tour 
tickets, for which there has been a steadily increasing 
Gemand throughout the summer months. The public is 


class 
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not generaliy aware that this class of ticket can be obtained 
throughout the year, and the companies therefore propose 
to give greater publicity te this feature in future. 

* * * * 
London Passenger Traffic Pool 

Nf of the important features of the Act of 1933 which 

established the London Passenger Transport Board 
was the requirement of Section 31 that a standing joint 
ommittee of the board and the main-line railways should 
be set up and, inter alia, should prepare a scheme for 
pooling the whole of the passenger receipts of the board 


(including passenger receipts from any joint line) with tl 
passenger receipts of the four main-line railways attribut 
able to journeys within the London Passenger Transport 
Area and in certain cases outside that area. This joint 
committee was established in July, 1933, and prepared a 
scheme operating retrospectively from July 1, 1933—th 
date on which the London Passenger Transport Board 
began its operating existence—that was duly adopted by 
the board and the four main-line railways and was con 
firmed by an Order of the London Passenger Transport 
Arbitration Tribunal on June 18, 1935. The standing joint 
committee was given power under the scheme to revise 
the standard proportions on the grounds of any material 
alterations of circumstances (not being an alteration caused 
by the operation of the scheme) which would make, o1 
would be likely to make, the continuance of those pro- 
portions inequitable to any party to the scheme. During 
the financial year ended June 30, 1935, claims for adjust 
ments of standard proportions were made in consequence 
of factors affecting the L.P.T.B. operating allowances 
These claims related to savings realised by reductions in 
the board’s mileage consequent upon the co-ordination of 
road services acquired from various proprietors and due 
to changes in the board’s working expenses following th 
standardisation of wages and other relating to 
acquired bus and coach undertakings. The joint committee 
agreed to a revision, and the original and revised standard 
proportions were as follow: 


costs 


Revised Pro- 
portions p 


Original Pro- 
portions pe 


cent cent. 
ee 62 -00473 62-10364 
G.W_R 1- 33541 1-33194 
L.M.S.R 5-09340 5-O08014 
L.N.E.R 6-01488 5-99922 
SR. pa me 25-55158 25 - 48506 
Tetal main-line railways 37 -99527 37-89636 


The original standard proportions applied for the yeat 
ended fune 30, 1934, and the revised proportions for the 
year ended June 30, 1935; the latter figures remained 
unchanged for the year ended June 30, 1936. The accom- 
panying map shows the boundary of the London Passenger 
Transport Area and also indicates those stations of the main- 
line railways that are outside the area but within the 
pool. It will be seen that these outside stations are 
those serving points which the board is permitted to serve 
with its road services, but that intermediate stations (e.g., 
Ashwell, on the railway to Royston; and Hartfield, on 
the L.B S.C.R. route to Tunbridge Wells) are not within 
the pool, as the districts they serve are outside the scope 
of the board's permissible road activities. The basis of the 
pooling scheme is that each party retains, out of its traffic 
takings to which the scheme applies, operating allowances 
covering defined working expenses incurred in earning 
those receipts. These operating allowances relate to those 
factors of cost which vary with the mileage run by trains, 
buses, coaches, trams, and trolleybuses, and not to the 
whole of the costs of providing the various services. 
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[n addition to operating allowances, the standing joint additional operating or maintenance costs entailed by 
committee may make “ additional allowances’’ to any the provision of the new works which would not be 
party which, with the consent cf the committee, or by covered by the operating allowances. The balance of the 
order of the Railway Rates Tribunal, has provided any _ passenger takings of each party, after deducting operating 
new service or facility, or undertaken any development and additional allowances, is pooled, and the total pool 
or extension, necessitating additional capital expenditure. divided between the parties in the standard proportions 
These additional allowances are to cover the whole or recorded above. Apart from the grounds for variation 
(as the committee may determine) of the interest already indicated, the only basis for a revision of the stan- 
' he capital expenditure involved, together with any dard proportions is the failure of any party to maintain 
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efficient services, resulting in diminution of passenger re- 
ceipts. In practice, therefore, comprehensive co-ordina- 
tion of passenger transport facilities in and around London 
is provided under the standing joint committee, as any 
variations which might affect the proportions of the pool 
are necessarily submitted in advance and considered in 
their bearing on the whole passenger transport of the 
London Passenger Transport Area. 


* * * * 


South African Railways and Harbours 


INANCIALLY the year ended March 31, 1936, proved 

one of the most prosperous ever experienced by the 
South African Railways and Harbours, and the results 
fully justify the forecast made a year ago by Mr. T. H. 
Watermeyer, the General Manager, from whom we have 
now received the report covering the 1935-36 period. As a 
result of the prosperous conditions prevailing in the Union 
there was on the combined services a surplus over working 
expenses, interest, and special appropriations (amounting 
to £2,855,818), of £3,245,724. For the previous year the 
corresponding surplus was £3,327,344, but the special ap- 
propriations were then only £837,000. In the year under 
review the special appropriations from surplus amounted 
to £3,500,000, including £500,000 for protective measures 
at level crossings, £1,000,000 for reduction of branch line 
capital, and £2,000,000 for special contribution to re- 
newals fund, leaving a final deficit of £254,276. The 
previous year showed a final surplus of £2,547,700, after 
special appropriations of £779,644 from surplus, and the 
accumulated deficits (£2,168,270) of the years of depres- 
sion were then wiped out, with £379,431 to spare. The 
management has wisely taken advantage of the buoyant 
revenue for the purpose of strengthening and stabilising 
the financial position of the railways. Fresh traffic records 
were established during the year under review. Passen- 
gers, goods, coal, livestock, harbour, and shipping ton- 
nage all showed substantial increases over the figures for 
the previous year, and subsidiary branches of the railway 
service generally gave improved results. Interest charges 
on railway capital were reduced from £5,161,420 to 
£5,120,633, and the surplus of earnings over gross work- 
ing expenditure gave a return on capital of £7 Is. 11d. 
per cent., against £6 1s. 3d. per cent. in the previous 
year. Figures relating to the railway transportation ser- 
vices are compared in the accompanying table: — 
1935-36 
89,800,870 
16,725,608 


1934-35 
83,280,993 
15,371,406 


Passenger journeys ; 

(coods and minerals, tons 
Coal traffic, tons ; 9,522,294 8,414,170 
Ton-miles (revenue earning) 5,630,018, 104 4,983,424,478 
Average haul, miles... ae 212 207 


Route miles open 13,239 13,215 
Train-miles ; by 51,421,713 46,713,496 
Operating ratio, per cent 65-42 67-388 
4 ri 

Capital expenditure (open lines) 151,234,778 149,871,077 
Passenger receipts “¥ 5,209,538 4,907,899 
Goods and mineral receipts 

(other than coal) 18,955,143 16,664,473 
Coal traffic rec eipts 3,613,936 3,328,521 
Total earnings 30,049,854 27,021,815 


Gross working expenditure 
(including depreciation) 

Surplus over expenditure 

Surplus over interest, & 


18,341,222 
8,680,593 
3,888,725 


19,657,616 
10,392,238 
5,623,158 


On harbours there was a net surplus of £538,728 and 
on steamships one of £3,655. There was a substantial 
development in airways travel although there was a loss 
of £63,999 on working this service. Road transport 
services produced a net surplus of £66,865, bookstalls and 


advertising gave a profit of £21,050, and catering and 
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bedding a profit of £2,230. Compared with 1934-35, 
gross earnings of railway transportation services increas d 
by £3,028,039, or 11-21 per cent. Receipts from pas- 
sengers improved by 6:15 per cent., from parcels by 
7-98 per cent., from goods and minerals other than coal 
by 13°75 per cent., and from coal by 857 per cent. 
Ordinary working expenditure, exclusive of contributions 
to the renewals fund, increased by £1,283,897, or 
per cent., and gross working expenditure by £1,316,394, 
or 7°18 per cent. The increase of £250,720, or 6:90 pe 
cent. under maintenance of rolling stock was attributable 
to the abnormal volume of traffic necessitating accelerated 
output from all workshops. Though running expenses 
advanced by £426,963, or 9:30 per cent. costs per train- 
mile and per engine mile were slightly lower. The mileage 
of open lines increased by 24 miles because of the open- 
ing of the Springs—Kaydale line of 20 miles, and of the 
Postmasberg—Beeshoek line of 4 miles, which, since 
the close of the year under review has been extended to 
Lohathla. Reference is made in the report to the new 
works programme for the year under review, which was 
estimated to cost £6,744,555. The whole of the suburban 
system in the West Rand from Springs to Randfontein 
will shortly be equipped with colour-light signalling. Elec- 
trification of the 36 route miles of line between Germiston 
and Pretoria, and of a further 8} route miles in the 
Witwatersrand gold mining area was decided upon during 
the year under review, and work on these and other sections 
is progressing rapidly. The electrification programme was 
described in our Electric Railway Traction Supplement 
of December 11 last 


* * * * 


7°86 


Madras & Southern Mahratta Railway 
Contract 


T an extraordinary general meeting of the stockholders 
of the Madras & Southern Mahratta Railway Company 
in London on January 7, Brig.-Gen. Sir Charles L. 
Magniac, Chairman and Managing Director, explained that 
this railway was worked by the company on behalf of th: 
Government under contract, power to terminate which on 
December 31, 1937, or on December 31 in any succeeding 
fifth year after that date rested solely with the Secretary 
of State for India. The offer now made by him was that 
the contract should be renewed for a further period of 
eight years, however, with similar option of five year 
extensions beyond December 31, 1945. This date had 
been selected, as it was that on which the existing South 
Indian Railway contract was terminable, and the intention 
was to amalgamate the two systems. The immediate 
decision before stockholders was, therefore, the acceptance 
or refusal of the Secretary of State’s offer to renew the 
contract at any rate until 1945. Since the offer was first 
made the company had secured considerably improved 
terms, and eventually a return of 43 per cent., made up 
of 3} per cent. guarantee plus an additional 1 per cent., 
had been accepted by the Government as a basis for 
extension of the contract. After pointing out that these 
terms, when compared with the return today of Govern- 
ment of India loans, including redemption loss, of onl\ 
3 to 3} per cent., were very favourable to the company, 
the Chairman moved that they be accepted, a resolution 
which was carried. As, however, it is not expected that 
more than 43 per cent. will be payable to stockholders 
during the eight-year extension of contract, a return that 
will hit 80 per cent. of them who are small holders, the 
Chairman further proposed that the reserve fund be drawn 
upon to pay an annual bonus of 1 per cent. free of tax, 
and this proposal also was carried. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


The First *“ Limited” Train 


Middlesex 
January 5 
To tHE Epiror oF THE RAILwAy GAZETTE 

s1R,—If the Pennsylvania Railroad claims to have run the 
train in the world designated in a timetable ‘‘ Limited,’’ 
claim is ill-founded. The New York and Chicago Limited 
ran in November, 1881, but four trains are designated 
Limited ’’ in a copy of the London and Provincial Brad- 
shaw (No. 21) for August, 1869, which I have before me, 
unely, 8.40 p.m. L.N.W.R. Euston to Scotland, 9.0 p.m. 
G.W.R. Paddington to Bristol, and corresponding up trains. 
[hese trains are designated in heavy type ‘‘ Limited Mail.’’ 
[The former was put on in 1862, if not earlier, and the 
latter, formerly run as a postal van train only, began taking 
. limited number of first class passengers in June, 1869. 
Neele’s ‘‘ Railway Reminiscences’’ page 105 and MacDermot’s 
History of the Great Western Railway ’’ Vol. I, page 652, 
vive interesting details. 


Northwood, 


Your obedient servant, 
REGINALD B. FELLOWS 
The remark in our editorial note on page 2 of our Janu- 
iry 1 issue was that the New York and Chicago Limited, 
subsequently the Pennsylvania Limited, ‘‘ is claimed with 
probable justification to have been the first in the world 
designated as a limited.’’ We were referring, of course, to 
passenger trains of fixed accommodation. The West Coast 
Limited Mail to Scotland was a development of the 8.30 
p.m. first class train that ran in 1839 when the railway was 
completed only as far as Preston. In 1846 it had become 
8.45 p.m. ex-Euston and was described as the night mail. 
Subsequently it was limited only so far as concerned pas- 
sengers on what became a mail train owing to the increas- 
ing demands of the Post Office. Neither this train, nor the 
G.W.R. Postal train after the inclusion of accommodation 
for a few passengers, was a passenger train of fixed capacity 
in the present sense of a “‘ Limited.’’—Epb. R.G.] 


Punctuality 


Londen, January 8 
To THE Epiror or THe RatLway GAZETTE 

Sir,—As bearing on the important question of punctuality, 
you published some particulars, relating to 1932, 1933, and 
1934, of the arrivals of trains in which the writer had been 
1 passenger, and similar statistics appear below for journeys 
made in 1936. The limit of distance travelled has, how- 
ever, been reduced from 50 to 30 miles, so as to admit 
inter-urban services, such as Glasgow and Edinburgh, and 
Liverpool and Manchester, as well as certain journeys, such 
is Luton and London, where credit has recently been taken 
by the railways for acceleration of short start-to-stop runs; 
Provincial arrivals, though many of them are at towns, 
such as Bristol, Leeds, Newcastle, Norwich, &c. which almost 
rank as termini, are not necessarily at the conclusion of a 
train's journey; and the only dates excluded are the five 
Saturdays of last August, and days of. widely prevailing 
fog, when conditions were quite abnormal. The result for 
1936 is an average late arrival at London termini of 5-9 
minutes, and at provincial stations of 3-7 minutes. 

lm view of the references, in your issue of July 31 last, 
to the L.M.S.R. official punctuality statistics, it is interest- 
ing to see how the L.M.S.R. record in this case compares 
with the “‘ all-lines’’ figure, though the experience of one 
passenger is, at best, such an infinitesimal fraction of the 
urivals of all trains, that this must not be treated as a 
criticism of the L.M.S.R. figures! But, as it happens, the 
igure for the L.M.S.R. alone agrees very closely with the 
re sults recorded above, for the average late arrival at 
- arn a termini works out at 6, and at provincial 

s, excluding the Northern Counties Committee in 


Ireland, at 3-9 minutes. Of these L.M.S.R. arrivals, 39-8 
per cent. in London, and 42-1 per cent. in the provinces 
have been ‘‘ punctual or one minute late,’’ which seems, 
in the writer’s opinion, to be the real test of punctuality. 
The journeys in Great Britain and Ireland covered by 
these figures total for the year well over 50,000 miles, the 
arrivals numbering about 550, and it would be most interest- 

ing to know the experiences of other regular travellers. 

Yours, &c., 
VIATOR 


London to Inverness 


56, St. Mary’s Mansions, 
Paddington, W.2 
January 11 
To THE Epiror oF THE RAILWAY GAZETTE 

S1r,—The chapter of timetable history, which Mr. Fellows’ 
letter in your issue of December 25 recalls, needs, I think, 
a little elaboration. The drastic speeding-up in 1895 of the 
‘‘ Tourist,’’ as the 8 p.m. express from Euston was generally 
termed, which had resulted in the late autumn of that year 
in a public timing of 8 hr. 40 min. from Euston to Perth 
(achieved by dividing the train at Crewe and booking the 
Inverness and Aberdeen portion from Crewe to Carlisle in 
148 minutes as against the Royal Scot’s 159 minutes today), 
was one of those unlucky ‘‘ improvements ’’ soon followed by 
a worsening, and a better comparison would surely be with 
1900, after the opening of the Carr Bridge line late in 1898. 
In the 1900 winter, the ‘‘ Tourist ’’ reached Perth at 5.20, 
making six regular stops and a rarely-called ‘‘ conditional ’’ 
at Law Junction, as compared with the 43 minutes extra 
spent on the journey today, with one new stop—at Nuneaton. 

But acceleration of this service to Inverness really hinges 
now, as then, on the 8.30 Postal train from Euston (its 
career was outlined in your issue of December 18), which 
now reaches Perth at 6.7 instead of at 5.54. Consequently, 
the 6.15 a.m. Perth to Inverness of 1900 has become 6.25, 
and, with a further addition of 10 minutes to the Perth— 
Inverness schedule, we have 14 hr. 20 min. from Euston 
to Inverness as compared with 13} hr., though with 52 
as against 55 min. spent at Perth. During the brief summer 
period when the passenger vehicles from London work for- 
ward from Perth to Inverness without waiting for the 
‘“ Postal,’’ a special Highland express left Euston in 1900 
at 7.45 p.m. and reached Perth, with three stops, at 4.45 
a.m.; the Perth to Inverness journey took 3 hr. 35 min. 
(3 hr. 40 min. by the corresponding train in 1936), and 
Euston to Inverness took 12 hr. 50 min. as against 13 hr. 
25 min. last summer. North of Inverness the comparison 
is still significant, for in 1900 a 6-hr. schedule sufficed for 
the 9.50 a.m. from Inverness to Wick, whereas now, in spite 
of “‘ acceleration ’’ last May and the independent running 
to Dingwail of the Skye line portion, the time is 6 hr. 4 min. 
And these are not isolated examples, for in last summer’s 
timetables the principal trains from Inverness to Perth 
(8.30 a.m. and 3.45 p.m.) were 11 and 25 min. slower than 
36 years ago. 

Whatever may be said about the expediency of quicken- 
ing night sleeping car trains (and, so far as London and 
Inverness are concerned, it may well be that iniprovement 
of the day communication would be a greater boon), the 
1900-1936 comparison, as regards the timing over the old 
Highland Railway, is without parallel in Great Britain. For 
it holds good in spite of vastly more powerful engines, less 
single line, and the great operating advantages conferred by 
the grouping—as anyone will admit who was familiar with 
the working at Perth and Inverness early in the century, 
when the Highland trains were fed by three warring com- 
panies who marshalled their through vehicles with scant 
regard for Highland requirements. 

Yours faithfully, 
R. E. CHARLEWOOD 
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PUBLICATIONS RECEIVED 


One Hundred Years. The centen- 
ary brochure of W. T. Henley’s Tele- 
graph Works Co. Ltd., Holborn Viaduct, 
B.C .8 By Ernest Slater, M.I.E.E., 
M.I.Mech.E. 11 in 83 in. 78 pp. 
Illustrated To-day, when we pause to 
look back down the long galleries of 
the past to some event of a century 
ago, we tend to see it only as clothed 
in all the glamour bestowed during the 
years that have gone between For 
instance, the name of William Thomas 
Henley does not conjure up a picture 
of a young dock labourer struggling, at 
a time when “ people were sinking into 
deeper poverty and misery year by 
year,”’ to apply the scientific knowledge 
that he had striven to obtain with no 
encouragement except that of his own 
indomitable will Rather do we think 
of the man who laid Atlantic cables 
amid all the exciting achievements of 
the mid-Victorian era. In this centenary 
Henley 5 relegraph Works, 
however, we are directed first and fore 
most to remember that it was on 
January 1, 1837, that Henley, with 
infinite faith in his ability to 
succeed, established a workshop in 
Haydon Street, Minories, and there 
employed two men and a boy. Thus 
he began his meteoric career as a manu 
facturer of electrical apparatus and 
insulated conductors 

This centenary publication of W. T 
Henley’s Telegraph Works Co. Ltd., 
the sturdy child of such a frail progeni 
tor, provides a story of a hundred years 
full of dramatic changes of fortune 
Early with Daniell and 
Wheatstone helped the young pioneer 
manufacture to his first suc 
1859 he had established 
his works on a $3}-acre site at North 
Woolwich In the same vear he began 
laving the 1,615-mile submarine cable 
across the Persian Gulf Then came a 
sudden turn of fortune which nearly over 
whelmed him \n iron works in South 
Wales failed, a ship foundered, a cable 
was lost through faulty laying, and the 
flow of orders temporarily diminished 
fore losed on 13 acTes 


vear of 


own 


associations 


in cable 
cesses, and by 


The mortgagee 


of land and buildings then owned by 
the Henley organisation, and only 
31 acres remained Immediately Hen 


ley started afresh, and in 1880 W. 1 
Henley’s Te legraph Works Co. Ltd 
formed to take over the concern. Henley 
himself was appointed managing dire¢ 
tor, but died only later, at 
the age of 68. His inspiration, however, 
lived, and the company prospered under 
the guidance of the secretary, Mr. (later 
Si George Sutton Orders for cables 
once again began to flow in and expan 
The age of electricity 
industrial 
with it a 


Was 


two years 


sion was rapid 
for domestic and 
followed and_ brought 
flood of orders. 

Che story as told and illustrated in 
this brochure, which also describes the 


uses soon 


new 


company’s works as they are to-day, 
makes fascinating reading. In these 
times, when many see looming around 


them difficulties which make them 
apprehensive for the future, it is 
encouraging to remember that out of 
the gloom of the eighteen-thirties there 
arose from among the humblest of 
Victoria’s subjects such a man as 
William Thomas Henley. 

The Welding and Cutting Year- 
Book, 1936-37. Edited by C. Helsby, 


C. W. Hamann and F. J. Samuely. 
London The Temsbank Publishing 
Co., Ltd. 12, Whitehall, S.W.1. 8} in. 

5} in. 244 pp. Illustrated. Paper 
covers Price 5s. net.—The new 
edition of ‘‘ The Welding and Cutting 


Year-Book, 1936-37 ”’ 
more information than its predecessor. 
Some of its chapters have been brought 
up to date, other parts have been deleted 
as obsolete, and new chapters have been 
included relating to subjects recently 
come into prominence \ll these changes 
point to the speed of welding develop- 
ment Seven individual welding pro- 
cesses are dealt with in separate chap 
ters, and some of the other subjects are 
the metallurgy and welding of 
stainless steels, alloys and cast iron, the 
mechanics of welds (here the calculation 
of welds 1s procedure 
control, and training of welders. 

The text is the more valuable for 
consisting largely of facts, figures, and 
and is illustrated by diagrams 
and photographs Perhaps in later 
editions the reproduction of some of the 
sketches might be improved to conform 
with the high standard set by a number 
of them. Some printing mistakes will be 
easily avoided (Fig. 9 is not an oil tank 
but a gasholder Che vear-book 
covers the immense field of welding and 
cutting in condensed form ; it is there- 
fore an excellent reference medium for 
all who want quick access to informa 
tion. This special function of the book is 
greatly aided by the 
directory of suppliers 


contractors 


gives a good deal 


steel, 


also covere d = 


tables, 


new 


inclusion of a 


and of welding 


Trains of Today and Tomorrow. 
By |. Rk. Hildebrand, in the November, 
1936, issue of the National 
\laga Washington D.C.—This 
description of the U.S.A. railways, in 
the magazine of the National 
graphic Society, is written in a chatty, 
style, without any insistence 
on technical details, and the 
working of the railways is explained in 
a facile manner suitable for the ordinary 
reade! lhe writer begins by taking 
his readers in imagination for a trip on 
the famous Twentieth Century Limited, 
and then on the Mark Twain, pun 
tuating his descriptions with conversa- 
tions with the conductors and trainmen 
The restaurant service is described, and 
then the purchasing department with 
its multitudinous spares, where speci- 
fication sheets alone fill a small library 
the Pennsylvania Company alone bought 
100,000 different kinds and 
materials in 1936. The author goes on 
to describe, in non-technical language, 
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the latest electric and diesel units, and 
his descriptions are very graphic 
“This electric locomotive equals the 
weight of 164 Ford V8 sedans, and if 
it should stand on its hind end its 
bulbous nose would rise higher than a 
seven-storey building.”’ Then, turning 
to freight, we are told that the New 
York Central ‘‘ hauls more freight than 
all the railways of either Great Britain 
or France.’ Although the article is not 
intended to form a technical description 
of the railways of the United States, it 
abounds in figures and interesting statis- 
tics. All these are distributed through- 
out the text in a conversational manner, 
so that there is no danger of their 
becoming wearisome to the reader. ‘The 
article is illustrated by an extraordi- 
narily good series of photographs, quite 
worthy of the very high standard to be 
expected of the National Geographic 
Society. 


British Library of Political and 
Economic Science Annual Report, 
1935-36.—This recently issued report 
by the Librarian (Mr. W. C. Dickinson 
on the past year’s work of this valuable 
library, housed at the London School 
of Economics, records a greater number 
of additions to the collection than in 


any previous year. During the past 
twelve months, indeed, no fewer than 
5,043. volumes and 2,258 pamphlets 


were acquired The addition to the 
transport section is*represented by 117 
treatises. The library, moreover, now 
receives currently 3,339 periodicals and 
annuals 


Marine Oil Burning Equipment. 

Oil burning equipment for ships has 
been manufactured by Babcock & Wil- 
limited, 34, Farringdon Street, 
E.C.4 1903. It embraces three 
systems, namely : mechanical atomisa- 
tion of the fuel oil by pressure ; atom- 
isation by steam or air; and the use of 
pressure, steam, or air separately or in 
combination Among the vessels fitted 
with Babcock & Wilcox equipment, and 
illustrated in a folder which the firm has 
sent us, is the Southern Railway cross- 
Channel steamer Canterbury. Duplex 
pumping heating equipment for 
the pressure system, with steam or 
electric pumps, is supplied in convenient 
form 
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Great Britain and Ireland, 1937. 
[his is the title of a useful little diary 
events for the current year issued free 


by the Travel and Industrial Develop- 
ment Association of Great Britain and 
Ireland Phe coronation year has a1 


unusually long list of events, and thes 
occupy some 20 out of the total of 48 
pages The rest of the booklet is 
devoted to information for 
especially visitors to London. From this 
much may be gleaned as, for instanct 
where to regain lost property, or how 
to understand British currency, or even 
when to offer gratuities. The diary has 
its largest circulation in the Dominions 
and the United States, and, including 
separate editions printed in French, Ger- 
man, and Spanish, it finds its way into 
no fewer than 56 different countries. 
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THE SCRAP HEAP 


is well-known, the objection to 
S .y trains in the early railway age 
was most manifest in Scotland. The 
i burgh Observer of April 9, 1842, 
stated: ‘‘ Mr. Nixon, a kirk minister 
Montrose, recently adverted in the 
course of his prayer to the Sunday 
trains on the Edinburgh and Glasgow 
Railway, and prayed thus: ‘ Lord 
blast their unholy gains, and punish 


them in the flesh!’ ”’ 
* + » 


[wo years ago a German elephant 

riving in Goole Dock from Hamburg 
stepped into a waiting railway van— 
ind went through the floor. Yesterday 
December 21) the same_ elephant 
rived with three companions. He 
has been going in and out of railway 
vans all over Europe during the past 
two years—but he wouldn’t risk walk- 
ing into a van at Goole. Trainers and 
dock staff coaxed, bullied, used fodder 
as bait inside the van—all in vain. 
After a five-hour battle of wits they 
chained him to one of his companions, 
used bait—and cheered as he was 
dragged into the van.—From_ the 

uily Express.”’ 


* * * 





YHE CRYSTAL PALACE AND RAILWAYS 

Paxton’s Brobdingnagian greenhouse 
impressed even Robert Stevenson (sic) 
as a great engineering achievement, and 
through that channel we may, no 


doubt, trace the filtering of the 
ereenhouse ’’ influence into railway- 
station building. Had the Crystal 


Palace not been transplanted to the top 
of Sydenham Hill, but had it been used 
to house the once projected gigantic 
central station for all London lines—a 
short-lived dream of the early railway 
age—it might have put this country in 
possession of a monument which would 
have pleased present-day functionalists 


is much as it pleases present-day 
irchitectural revolutionaries. — From 
‘The Listener.’’ 

* * ~ 


A correspondent writes: ‘‘ Sails were 
used to propel a railway coach between 
Middlesbrough and South Stockton in 
the years 1845-6. The contrivance 
was due to an ingenious old sailor 
named Joseph Taylor, who had aban- 
doned the dangers of the sea for the 
safer paths of commerce. He kept a 
provision shop in Commercial Street, 
Middlesbrough, close to the little shed 
which at that time served as a railway 
In those early days of railway 
enterprise, there were no Sunday 
trains, so regularly every Sunday morn- 
ing Taylor harnessed a horse to one of 


station. 


the railway carriages, and with his 
family drove up the line to South 


Stockton to attend his place of wor- 
The distance was about 4 miles, 
the line was level and nearly straight, 
ind there were no bridges or other 
obstructions on the section. When 


ship. 


- retention in this country. 


there was sufficient wind, and the 
direction served for the double journey, 
the wily old sailor on several occasions 
provided the carriage with a mast and 
lug sail, and so made the journey 
without the aid of either horse or horse- 
power.”’ 
* * * 

Fifty years ago last November the 
Manawatu Railway was opened to 
Palmerston North. When the train 
arrived at Otaki, about 100 Maoris 
stood in front of the engine and said 
the train would go no farther, as they 
had not been paid in full for their land, 
by the company. The late Bishop O. 
Hadfield, who was a guest on the train, 
spoke to the natives in Maori, and told 
them they would get paid. There was 
only one house in Crofton then, and 
five people in  Khandallah—Major 
Andrew, who gave the name to the 
place (taken from Khandallah in 
India), Bob Hannah, Hobbs (dairy- 
man), Harnett (dairyman), and a man 
employed on the road. In 1884, there 
were only ten residents in Paekakariki, 
viz., Lynch (2), Mackay’s (3), Tilley 
(hotel), Cameron, Ostler, the police- 
man, and Old Mag and her husband (an 
old whaler). All to be found from 
Manakau to J.ongburn were mosquitoes, 
sand flies, and bush.—7.G. in ‘‘ The 
New Zealand Railways Magazine.”’ 


* * * 

The late Professor Herbert Somerton 
Foxwell, whose death we recorded in 
our issue of August 14, 1936, once said: 
‘“ The main work of my life has been 
the collection, study, and classification 
of the material for an English economic 
history and bibliography now known as 
the Goldsmiths’ Economic Library of 
the University of London.’’ The first 
purchase he made with a view to col- 
lecting was  Lardner’s ‘‘ Railway 
Economy,’’ which he bought for 6d. at 
a bookstall in 1874 on the suggestion 
of Jevons. The library now contains 
approximately 50,000 volumes and 
pamphlets, and is generally admitted 
to be the finest collection of books on 
economic subjects in existence, with 
the possible exception of Professor 
Seligman’s library in New York. At 
the beginning of the present century an 


offer for the Foxwell collection was 
made from the U.S.A., and im- 
mediately efforts were made for its 


The council 
of the Royal Economic Society made 
an appeal to the public in The Times 
on June 25, 1901, and on June 27 the 
library was purchased by the Gold- 
smiths’ Company for £10,000. In 1903 
it was presented by that body to the 
University of London. Professor Fox- 
well continued to make the majority 
of new purchases for the library. The 
famous Sabatier collection, containing 
about 1,000 items on French monetary 
history, was bought in 1906, and a 
little later a small and extremely valu 
able coliection of books on English rail 
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ways, which had formerly belonged to 
John Urpeth Rastrick, was added. 
* * * 

BEHIND THE BOOKSTALL COUNTER 

The railway is rich in magic thres- 
holds, which the ordinary member of 
the public feels instinctively that he 
would cross only at the risk of being 
changed into a pillar of salt. The 
fcotplate and the signal box occur to 
mind at once as places guarded in this 
way, but Mr. E. P. Leigh-Bennett, 
writing in the Southern Railway season 
ticket holders’ review Over the Points, 
adds the’ railway bookstall to the list 
of mysteries. He has actually stood 
behind the counter at the height of a 
rush hour, and marvelled at_ the 
‘ lightning flash service to an indiffer- 
ent public.’ The _ bookstall staff, 
however, is hardened to a lack of per- 
sonal contact between the two sides of 


CHOCOLATES 
CIGARETTES 





An artist’s impression from ‘ Over the 
Points” of the amenities of a modern 
station concourse 


the counter which many _ salesmen 
would find depressing: ‘‘ They grow 
up, you see, in the Family-Firm’s ser- 
vice from wriggling newspaper boys: 
little darting lizards of literature: hard- 
boiled little London eggs too. . . . Here 
a quartette of men have under their 
hands at this moment 1,000 different 
magazines, 600 different weekly pub- 


lications, and are also selling 4,000 
evening papers in an hour... . Giving 


change? Oh, you don’t count it. No 
time. You know by the feel of the 
coppers and silvers—the weight. Un 
erringly you can dip quick fingers into 
that till below you, without even 
glancing at it for a split second, and 
slap down one-and-eleven pence on the 


cover of the Tatler, having sold an 
Evening Standard: and again: and 


again: and again.’’ It is, as Mr. Leigh- 
Bennett says, a far cry from ‘“‘ those 
leisured days, nearly a century ago, 
when Smith’s bookstalls sold sheets of 
brown paper at the London terminals 
for passengers to wrap round their legs 
for a modicum of warmth; and candles 
with little gutta-percha holders, that 
the buyers licked and stuck in their 
carriages, for a modicum of light in the 
gloom of their journeys.’’ 
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OVERSEAS RAILWAY 
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AFFAIRS 


(From our special correspondents) 


INDIA 


The Railways and the Associated 
Chambers of Commerce 

H.E. the Viceroy opened the annual 
session of the Associated Chambers of 
Commerct on December 21. Sir 
Edward Benthall, President, in request- 
ing Lord Linlithgow to open the pro- 
ceedings, expressed sympathy for the 
difficulties facing Indian railways. 
[The Chambers of Commerce had in the 
course of the year offered some criti- 
cism which was intended to be helpful 
to, rather than to score a point over, 
the railways, but he and his associates 
Were not satisfied with the replies they 
had received from the railways. The 
chambers believed that there was room 
for increased administrative and opera 
tive efficiency without resorting to the 
easy method of. raising freights, and 
that the whole tempo of the railways 
ought to be quickened, - They therefore 
welcomed the appointment of the 
Wedgwood Committee and had no 
quarrel with its composition. Sir 
Edward hoped that these acknowledged 
experts would bring stimulus to the 
railway administrations in their en- 
deavour to extricate themselves from 
their present difficult position. 


The Viceroy’s Defence of the 
Railways 

After expressing his thanks for the 
invitation to open so important a meet- 
ing, the Viceroy referred to the value 
of constructive criticism, his in- 
formation being that during the long 
period of difficulties, the railways had 
received few, if any, helpful sugges- 
tions from the commercial community. 
He attributed this not to any lack of 
goodwill or commonsense on the part 
of the critics, but to the very techni- 
cal nature of the problems involved. 
Lord Linlithgow said he knew that, 
though very large savings had been 
made on railways during the past few 
years, the railway administrations 
would be the last to claim that all pos- 
sible economies had been effected. The 
many phases of railway operation were 
constantly under examination with the 
object of further reducing costs. 
Railways were also fully alive to the 
urgent necessity of increasing efficiency 
and improving their services to meet 
the changing needs of traffic. 

Continuing, the Viceroy said that Sir 
Edward Benthall was not quite fair to 
the railways when he spoke of the rail- 
ways seeking a solution of their prob- 
lem by the easy method of raising 
freights. In truth, there was no more 
difficult method, and it was the last 
one to which the railways would resort, 
as they, equally with the commercial 
community, realised the importance of 
its reactions on trade. It was often 


claimed that reduced rates would so 
stimulate traffic that the result would 
be increased earnings. Railways were 
always prepared to reduce rates if by 
so doing there was a reasonable chance 
of covering the cost of the reduction. 
But it must not be forgotten that a 
reduction of, say 25 per cent., in rates 
would require an increase of 33 per 
cent. in traffic to obtain the same gross 
earnings, and about 50 per cent. to get 
the same net earnings. This significant 
fact might not have been present in 
the minds of those who had urged the 
reduction of freights as a means of en- 
hancing revenues. 

His Excellency was glad that the 
chambers were satisfied with the com- 
position of the Wedgwood Committee. 
He was confident that Sir Ralph 
Wedgwood and his colleagues, with 
their experience of a depression worse 
even than in India, would successfully 
solve India’s problem. (See also 
editorial note on page 89.) 

Railway Inquiry Committee 

Sir Ralph Wedgwood and his com- 
mittee have already visited Lahore, 
Bombay, Secunderabad and Madras, 
and are expected at Calcutta on 
December 24 During the week at 
Bombay, Mr. Stanier inspected the 
various railway workshops, while the 
other members were engaged in ascer- 
taining the views of the Agents of the 
G.I.P. and B.B.C.I. Railways, the 
representatives of the Bombay Govern- 
ment, the Bombay Chamber of Com- 
merce, the Indian Merchants’ Chamber, 
the Indian Roads and Transport Deve- 
lopment Association, and the Passen- 
ger and Traffic Relief Association. 
The committee also visited important 
railway stations and yards in and 
around the city. Publicity has been 
given to the views of only a few of the 
spokesmen. 

The Indian Merchants’ Chamber has 
submitted a long memorandum dealing 
with various aspects of railway finance, 
road-rail competition, and measures 
necessary for the improvement of rail- 
way earnings. The chamber recog- 
nised the necessity for the co-ordination 
of road and rail transport and urged 
that the railways should be allowed to 
run their own motor services on parallel 
roads. The capital programme of the 
railways, the disadvantages, from the 
point of view of economy, of the ab- 
sence of proper co-ordination and 
grouping between different railways, 
and the importance of the railways in 
the economic life of the country, were 
some of the points dealt with in the 
memorandum. In their oral evidence, 
the spokesmen of the chamber urged 
greater application of commercial 
principles in railway administration. 

The evidence of the Indian Roads 
and Transport Development Associa- 
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tion deprecated the prominence given 
to road competition as the root cause 
of the present financial difficulties of 
the railways. The association sug- 
gested that the solution of the problem 
before the railways lay in their adap- 
tation to the changed economic condi- 
tion, the improvement of their services, 
and the adjustment of their working 
expenses to the lowered scale of in 
come. 


B.-N.R. Strike 


The strike that broke out in Novem- 
ber last over a limited section of the 
Bengal-Nagpur Railway colliery area 
has assumed graver proportions since 
December 14, when a large number of 
employees throughout the — system 
downed tools. The Agent, in a recent 
communique, explains that the strike 
originated with the decision of the rail- 
way to transfer 27 surplus coolie 
mechanics at Bhojudih to other jobs 
on reduced pay, with the assurance 
that they would be put back to their 
original scales of pay at the earliest 
opportunity. With a staff of over 
69,000 such variations are inevitable, 
and the railway administration has en- 
deavoured to mitigate as far as pos- 
sible the hardship of employees who 
have been found surplus to require- 
ments by retaining their services in 
lower grades. About 1,100 men were 
concerned in the November strike. 
These men, who were engaged in work 
essential to public safety, were allowed 
24 hours to return to work, after which 
period they were dismissed, with the 
option of re-engagement as new ap- 
pointments offered; none, however, 
offered for re-engagement. The execu- 
tive of the union subsequently met and 
apparently decided to serve the rail- 
way administration with notice of a 
general strike on completely different 
grounds. 

The railway is running the scheduled 
passenger services without interruption, 
and goods train services are 50 per 
cent. of normal. In the early days of 
the strike, minor derailments occurred. 
Large numbers of men are daily offer- 
ing themselves for recruitment. 


ARGENTINA 


Institution of Mechanical Engineers: 
River Plate Branch 


The annual meeting of this branch 
was held at the headquarters of the 
Centre of Engineering and Transport 
Institutions in Buenos Aires on Novem- 
ber 9. The report on the current 
year’s work, showed that there were 82 
members on the roll, including 27 full 
members and 47 associate members, in 
addition to graduates and_ students. 
Mr. W. C. R. Livesey was elected 
Chairman for 1936-37; Messrs. G. de 
Bourbel and W. F. Nixon were elected 
as new members, the retiring Chair- 
man, Mr. J. W. H. Rea, Chief 
Mechanical Engineer, B.A.G.S. and 
B.A.W.R., was elected third member. 
Mr. D. S. Purdom was again elected 
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Honorary Secretary for another term. 
Votes of thanks were passed unani- 
mou to Messrs. Livesey, Purdom 
and the honorary auditors for their 
valuable services; and to Mr. L. W. 


Smith, General Secretary of the Centre 
of British Engineering and Transport 
Institutions, for his very efficient work 
on behalf of the branch. 


Railway Signal Engineers’ Associa- 
tion: Annual Meeting and Dinner 


fhe annual meeting and dinner of 
th ssociation were held in Buenos 
Aires on November 6, in the restaurant 
of the Plaza Constitucién terminus of 


the B.A.G.S.R. Prior to the meeting, 
a tour was made of the State Railways 
new administrative buildings in the 
Port, and a considerable time was 
spent in the telegraph section. Mr. F. 
E. Goss presided at the meeting, at 


which the Treasurer’s and Secretary’s 

reports were presented. The following 

ommittee was elected for the year 

1936-37 : ; 

( irman, Mr. J. L. Partington ; Vice-Chair- 
Mr. C. Redman; members: Messrs. H. J. 


McPhail, C. F. B. Whitlock, and G. Chennel; 
Secretary and Treasurer, Mr. J. Runnett. 

by the 
members 


followed 
which 18 


The meeting 
nnual dinner, at 
were present. 


was 
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Government Grants 
\ resolution of the legislative body 
has been sanctioned making a special 
srant of 18,000 contos of reis 
Viacdo Ferrea 
Estrada de 


L’este Brasileiro, and 
Ferro Bahia e Minas, the 
lines of which are urgently in need of 
thorough overhaul. A grant of 2,000 
ontos has also been authorised for 
the acquisition of rails for the Central 
of Brazil Railway, and another of 5,275 
contos for the clearing of ground and 
buildings necessary for the remodelling 
of the Don Pedro terminal layout due 
to the early inauguration of the electric 
train service. 


Rio Grande do Sul 1935 Report 


rhis railway closed the year with a 


net balance of 14,062 contos of reis, 
the highest recorded since the State 
Government took it over. Snr. Celso 


Fernandes Pantoja, the Director 
General, states in his report that this 
encouraging result is due mainly to 
stable administration, and a marked 
improvement in trade generally, which, 
having suffered a serious setback during 
the second half of 1929, just prior to 
the revolution, was again well on the 


way tc recovery. During the year, 
52,927. more first class passengers 
travelled than in 1934, an increase of 


10-22 per cent., and the increase in 
second class was 65,354 or 9-20 per 
cent. Parcels traffic and animals also 
increased and goods traffic showed a 
10-17 per cent. increase in receipts over 
1934 Goods traffics, indeed, consti- 
tuted a record, namely 79,769 tons, 
producing 2,479 contos of reis more 


for the 
purpose of carrying out repairs to the 
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than the last highest figures recorded 
in 1929, as shown in the following 





table :— 
Year 
1929 
1930 788,765 
1931 801,289 768 $650 
1932 959,785 35,321:590 $440 
1933 1,032,604  44,282:252 $400 
1934 1,082,980 47,570 :260 $910 
1935 1,193,121 51,660:861 $520 

Comparisons of 1935 receipts with 
1934 are as follow :— 

1934 1935 


Passengers... 12,013:784$400 12,570:496$200 
Baggage . 2,937:328$400  3,219:100 $400 
Goods : 47,570:260 $910 51,660:861 $520 


Animals by 
passenger 
train 

Animals V 
gor ods train 

Telegrams 

Warehousing 

Ad-valorem 
charge 

Various 


276:655 $100 333:873 $900 


,099:342$100  2,581:418S800 
146:545 $100 158:402 S000 
165:574 $900 185:141 S800 
3,848:335 $400 4,754,725$100 
4,554:188$860  4,726:170 $500 


73,612:015$8170 80,190:190 $220 


On the side of expenses, 11,354 em- 
ployees consumed 34,143 contos of reis, 
and 31,984 contos went to _ other 
charges, giving a ton-kilometre cost of 
$133,590 reis compared with $144,133 
for the year 1934. The special fund 
for irnprovements, which is the product 
of a surcharge of 10 per cent. on all 
freights and passenger fares, yielded 
16,638 contos of reis during the year, 
13,430 having been spent on various 
works. <A general revision of freight 
rates stimulated industry and agricul- 
tural enterprises and largely contri- 
buted to the intensified movement ob- 
served. I*ree transport was given to 
passengers and goods destined for ex- 
hibitions held in various parts of the 
State, and a very appreciable abate- 
ment on constructional materials helped 
the building industry considerably. 


General Improvements 
Several omnibuses were converted 
into railcars for the services from Porto 
Alegre to Caxias and Canela, and also 


from Pelotas to Rio Grande, and the 
encouraging results obtained have 
prompted the administration to con- 


sider the possibility of extending this 
innovation to other lines. 

Stone bailasting, which began in 
1929, continued during the year, and 
the 1,218 km. of it laid to date repre- 
sents 40 per cent. of the total extent 
of line; some 393,234 sleepers were also 
laid during the year. Brazilian coal 
from the Sao Jeronymo mines and from 
the Companhia Carbonifera Rio Gran- 
dense was used almost exclusively, 
213,423 tons being purchased, at a cost 
of 19,166:618$ contos of reis which 
represents 23-90 per cent. of gross 
revenue. The railway laboratory is 
being gradually fitted up with all 
necessary equipment for the future 
testing and analysing of coal, oils, 
paints, varnishes, rubber articles, &c. 

There were 295 locomotives in service 
at the end of the year, which is 110 
more than when the State Government 
took over the direction of the railway. 
The total number of engine-km. run 


99 


was 11,287,477, an average of 940,62‘ 
a month, and 49 engines each com- 


pleted 50,000 km. during the year. 
Other rolling stock consisted of 309 


passenger coaches and 2,753 wagons. 

Construction work continued on the 
Quarahy branch line, and only 20 km. 
have now to be completed. Surveys 
were also carried out between Caxias 
and Flores da Cunha with a view to 
extending the Caxias line. 

The Farroupilha Centenary celebra- 
tions and exhibition was the most sen- 
sational event of the year and the 
Rio Grande do Sul system was bril- 
liantly represented with its own pavil- 
lion. Railway transport progress’ was 
strikingly demonstrated and the work- 
shops exhibits were generally admired, 
especially the Bento Goncalves coach 
built at the Santa Maria railway shops, 
which was visited by 337,000 people. 


Rio Grande do Sul Railcar 


Services 
In THE RaILwAy GAZETTE of 
March 29, 1935, reference was made 


to the introduction of the first railcars 
on the Rio Grande do Sul system, and 
these have now been followed by a 
much larger streamlined car known as 
the Farrapo. This vehicle attracted 
much attention at the exhibition. 
Subsequently also another new railcar, 
No. 81, has been placed in service from 
the same shops and built to the designs 
of Engineer Joao B. Leggerini; it is a 
decided improvement upon all the 
earlier cars, and seats 32 passengers; 
leather upholstery, a lavatory, and a 
spacious luggage compartment are its 
chief features. It is an eight-wheel 
bogie vehicle driven by a 90-h.p. motor 
placed over the leading bogie. 

In a recent experimental run between 
Director Pestana (Gravatahy) and 
Montenegro, the distance of 71 km. 
was covered in 1 hr. 15 min., including 
two stops totalling 6 minutes. The aver- 
age speed was therefore 57-6 km.p.h. 
or 61-8 km.p.h. if stops are excluded. 
Ihe return journey was completed in 
1 hr. and 9 min. non-stop, at an aver- 
age speed of 61-8 km. (38 m.) p.h., a 
satisfactory figure for a metre gauge 
railway; a maximum speed of 95 km. 
(59 m.) p.h. was touched. Various 
other cars are in course of construction. 


SPAIN 


Balearic Islands 
The railways of Majorca are now 


under military control and frequent 
special trains are run in connection 
with troop movements. The passenger 
services are otherwise normal except 


that, because the locomotives have to 
burn wood owing to shortage of coal, 
speeds have been reduced. Italian coal 
is now being imported for the railways. 

When the Catalans attacked Majorca 
last August they took a section of the 
line near San Servera, but a passenger 
service was maintained from Arta to 
Manacor (for Palma) by bus. As the 
Catalan attack was not successful, the 
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invaders were evacuated within about 


three weeks. 


IRISH FREE STATE 


Continued Improvement Last Year 
made by the Great 
Southern Railways during 1935 was 
well maintained last year, and the 
receipts for the 52-week period ended 
January 1, 1937, show an _ increase 
of nearly £200,000, compared with the 
corresponding period of 1935. The im- 
provement in gross receipts is attri- 
butable to the great expansion of the 
company’s road motor services. 

[Great Southern road services are re- 
ferred to in more detail on p. 108 of 
our Road Transport Section.—Eb. R.G.]| 

Increased Expenditure 

Labour demands and increased ex 
penditure arising from recent legisla 
tion imposed additional outlay on the 
Great Southern Railways last year, 
compared with 1935. The _ principal 
items involved are: 


[he progress 


Estimated 
annual cost 

Restoration of wages cut to concilia £ 
tion grades 35,000 
Restoration of 


wages cut to shop 


grades a a one ... 25,000 
Improved wages and conditions to 
drivers and conductors in road 


departments pad - 15,000 
Conditions of Employment Act ... 30,000 
Widows’ and Orphans’ Pensions Act.. 12,000 


Broadstone and Westland Row 

The closing of the Broadstone 
terminus, Dublin, to railway traffic and 
the operation of the main-line passenger 
trains of the Midland Great Western 
section from and to Westland Row is 
expected to take place early this year. 
The new junction at Glasnevin has been 
completed, and necessary alterations to 
platforms and signalling at Westland 
Row station are nearing completion. 
Colour-light signalling has been intro 
duced at this station, and also in con- 
nection with the new central signal box 
at West Road, Dublin. An electric 
train indicator has been installed at 
Westland Row for the convenience of 


passengers on suburban services. 


Locomotives and Rolling Stock 


rhe following new locomotives and 
rolling steck were provided for the 


Great Southern Railways during last 
vear: Five tender engines for passenger 

rvices, and twelv: steel bogie 
iburban coaches, embodying latest 
improvements. Improvements such as 
team-heating and upholstery were 
irried out to number of carriages, 
ind some wagons were specially fitted 
for the convevance of meat 


Excursion and Tourist Traffic 


[here was an increased patronage of 
organised excursions; approximately 
19,000 additional passengers travelled 


The pumber of visitors 
using the Great Southern hotels shows 
an increase of roughly 15 per cent. 
The hotels at Mallaranny, 
Parknasilla, and Killarney enjoyed 
great popularity during the Easter and 


by these trains. 


over 1935. 
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Whitsuntide holidays. The Killarney 
hotel was fully booked for’ the 
Christmas season. 

Restaurant Car Services 


Additional 
provided between 


restaurant services were 
Waterford and 


Maryborough (Port Laoighise); and 
during the tourist season extra 
restaurant cars were run between 


Dublin and Cork, and between West- 
port and Athlone. 


The G.N.R. in 1936 

Although there was an increase in 
the traffic receipts of the Great 
Northern Railway (Ireland) during last 
year, the total receipts were still much 
below those for the years preceding the 
railway strike of 1933. Expenditure for 
1936 also showed a substantial increase. 
In keeping with the progressive policy 
of the company, the carriage-building 
‘rogramme was. reviewed, with the 
object of bringing the rolling stock into 
line with modern requirements and 
practice. During the summer, four new 
third class corridor carriages and two 
buffet cars were placed in service between 
Dublin and Belfast; the latter enable 
passengers to obtain refreshments, light 
incheons, or drinks while travelling, 
and have proved very popular. The 
G.N.R. has further developed the use 
of diesel railcars, and two units were 
put into service during the year, one 
each for the Dublin and_ Belfast 
suburban services. The bodies and 
chassis of these railcars were built at 
the company’s Dundalk works. 


DENMARK 


Accelerated Germany-Copenhagen 
Night Services 


From May 22 further considerable 
acceleration is to take place in the 
train services between Germany and 


Scandinavia, and in particular, the 
service via the Warnemiinde-Gjedser 
train ferry from both Berlin and Ham- 
burg to and from Copenhagen. This 
is partly dependent on the opening of 
the new Storstrém which will 
do away train-ferry 
between Ore 


bridge, 
with the second 


crossing on this route, 


hoved and Masnedo, but the remainder 
of the journey is also to be radically 
xpedited The night sleeping car 
service will leave 3erlin (Stettiner 


bahnhof) at 9.42 instead of 7.19 p.m 


reaching Warnemiinde at 12.45 a.m. 
instead of 10.38 p.m.; similarly the 
Hamburg connection will leave there at 
9.48 instead of 7.49 p.m. The present 
lengsthy wait of 42 min. at Warn 

iinde will be cut to 20 min., and the 


train-ferry crossing from 2 hr. 25 min. 


to 2 hr. 5 min.; on the Danish side the 


journey of 3 hr. 57 min. from Gjedser 
reduced to 3 hr. 
20 min., Copenhagen being reached at 
6.48 a.m. instead of the present 
\fter the opening of the 
Storstré6m bridge there will be certain 
rearrangements of the intermediate 
timings, but no further material speed- 
up, the Berlin-Copenhagen journey 


to Copenhagen will bi 


6.5 a.m. 


January 15, 1937 


being finally cut from 10 hr. 46 min. io 
9 hr. 3 min. 

In the reverse direction the night s 
vice at present leaves Copenhagen at 
12.5 midnight, but will from mid-M:iy 
leave at 10.20 p.m.; by a similar series 
of quickenings the connecting trains on 
the German side will be brought i: 
Berlin at 7.10 instead of 10.5 a. 


and also into Hamburg at 7.10 instead 
of 10.9 a.m. But from the opening of 
the new Storstrém bridge the train 
from Copenhagen will leave 40 min 
later, at 11.0 p.m., making the run of 


1074 miles to Gjedser in 2 hr. 28 mi 
and Berlin and Hamburg will still be 
reached at 7.10 a.m. This will bring 
the Copenhagen-Berlin time down from 
10 hr. to the hitherto unprecedented 
level of 8 hr. 10 min. Moreover, the 
3 hr. earlier arrival in Berlin will 
establish a host of new rail connections 
out of Berlin to all parts of Germany, 
and the later departure of 2 hr. 23 min. 
from Berlin in the northbound direc- 
tion will be equally advantageous; 
better connections will also be estab- 
lished to and from Hamburg. 


The Day Services 

No change is to take place in the 
times of the day services until the 
opening of the Storstr6m bridge, when 
the run from Gjedser to Copenhagen 
will be cut from 3 hr. 20 min. to 2? hr., 
bringing the overall time from Berlin 
to Copenhagen down from 9 hr. 27 
min. to 8 hr. 52 min.; and in the 
reverse direction the boat train will 
leave Copenhagen at 11.10 instead of 
10.30 a.m., and reach Berlin at 7.55 
p-m. and Hamburg at 7.42 p.m. as 
now—an acceleration of 40 min. and a 
through journey of 8 hr. 32 min. from 
Copenhagen to Berlin. 


Berlin-Oslo Services 

Ihe Sassnitz-Tralleborg through ser 
vice will be affected by the completion 
of railway electrification on _ the 
Swedish side between Gothenberg and 
Halmstad, but this will concern only 
the connection to Malm6é and Oslo. 
The day leaving Berlin § at 
11.25 a.m., will be due in Oslo at 9 
a.m., and the night service, from Berlin 
at 9.27 p.m., will reach Oslo at 7.11 
a.m., instead of the present arrivals 
it 9.50 p.m. and 7.35 a.m. respectively. 
In the reverse directicn the night ser- 
vice from Oslo will leave at 8.5 instead 
of 7.45 p.m., and reach Berlin as now 

following day, whil 
will leave at 10 instead 
3erlin by 7.56 
the following morning. Though thes 

celerations are inconsiderable in rela 
tion to the length of the journey, they 
follow the speed-up of the Norwegian 
he journey last year, and 
acceleration of #?-hr 


servic eS. 


at 6.6 p.m. the 
service 


the day 
of 9.45 a.m., and be in 


section of the 
also the average 
on the opening of the causeway ¢ 
necting the island of Riigen with the 
German mainland, so that the journey 
times of all four services will have thus 
been curtailed by roughly two hov 
apiece in two years. (See also editori il 
note on page 90.) 
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RAILWAYS AND 
ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Fire Protection in Garages and Depots 


[ is unnecessary to stress the risk of both the direct 
and indirect loss resulting from an unchecked fire in 
bus garage or overhaul depot, for it is obvious that, 
apart from the destruction of vehicles and plant, disloca- 
ion of important bus services must lead to a serious reduc- 
m in traffic receipts. A point which is apt to be over- 
looked, however, is that the risk of extensive loss is gener- 
ally greater during the winter than the summer months. 
At first sight this would not appear to be so, for most 
bus undertakings use their fleets to the greatest extent in 
the summer tourist and holiday season, and traffic losses 
at such times would be heaviest. On the other hand, most 
of the vehicles would be in running order, and, given 
favourable conditions, such as a day-time fire discovered 
before it was out of control and involving the whole 
building, a fair proportion might be run out of the burn- 
ing building under their own power. In the winter it is 
not unusual for a high percentage of a bus fleet to be 
withdrawn from service and to be temporarily out of 
commission. For example, we know of one railway- 
associated operator that needs only about 230 buses in 
winter for serving an area that in summer absorbs over 
400. Some striking figures were quoted recently in The 
Sprinkler Bulletin of Mather & Platt Limited with regard 
to the New Street garage, Edinburgh, of the Scottish 
Motor Traction Co. Ltd., which is in course of considerable 
enlargement. The entire garage, including the new 
section, is protected by Grinnell automatic sprinkler equip- 
ment, and in this connection it is pointed out that roughly 
one half of the S.M.T. fleet of over 600 vehicles is housed 
at New Street. During the winter months, however, 
approximately 170 of these buses remain in service, and 
130 are garaged. 


( 


Provincial Transport Boards 


FOLLOWING the formation of the London Passenger 
Transport Board, it was expected that the London 
venture would be used as an example for the establish- 
ment of similar undertakings elsewhere. Already Berlin 
and Buenos Aires—to cite but two instances—have ex- 
‘ined closely the formation and working of the London 
heme to see whether it offers hints to the solution of 
their problems, but until now little has been done in 
this direction in the English provincial districts. Where 
the passenger road traffic is almost entirely in the hands 
of railway-associated bus comnanies, the matter is mainly 
domestic, and it is improbable that Parl'ament would 
interfere, but the situation is different in areas of consider- 
ible municipal activity. Such an.area is to be found 
in South Lancashire, where, as we commented on page 
340 of our Road Transport Section for August 28 last, 
many co-ordination schemes have been promoted with- 
At the suggestion of Mr. Ashton Davies, 
Chief Commercial Manager, L.M.S.R., the possibilities of 
a passenger transport board for South-East Lancashire 


out success. 


—including municipal services and_ raiiway-associated 
buses, and having pooling arrangements with the railways 
—are now being explored. A meeting is being held next 
week, to which have been invited representatives of 
Ashton, Bolton, Bury, Leigh, Manchester, Oldham, Roch- 
dale, Salford, Stalybridge and Hyde, Stockport, and 
Wigan, as well as Ribble Motor Services Ltd., the North 
Western Road Car Co. Ltd., the Lancashire United Trans- 
port & Power Co. Ltd., and the L.N.E.R. and L.M.S.R. 
It may be hoped that success may attend these delibera- 
tions, for it is unlikely that the railways will find them- 
selves able to undertake railway electrification or other 
extensive works in the area without the stability of unified 
ownership and the traffic flexibility of a pooling of receipts. 
The other provincial scheme now being promoted, namely, 
the North Staffordshire Road Transport Board, is based 
on different principles, for it is simply a municipal pro- 
motion seeking to establish a joint municipal board, with 
monopolistic powers, to acquire compulsorily or by agree- 
ment all buses in the area. 


Passenger Traffic in Great Britain 


HE fifth annual reports of the Traffic Commissioners, 
which cover the period April 1, 1935, to March 31, 
1936, give the customary accounts of the commissioners’ 
work as the licensing authorities under the Road Traffic 
Acts, 1930-34. Appended to these reports are summaries 
of operating statistics, together with a new table providing 
financial and other information relating to undertakings, 
excluding the L.P.T.B., operating more than five public 
service vehicles. This table has the especial interest of 
distinguishing between municipal and other operators. 
The foreword to the report summarises the situation for 
the entire country, and provides an analysis of 5,313 
operators and the total of 46,437 vehicles owned by them 
on December 31, 1935. From this analysis it will be 
seen that only one operator, obviously the London Pas- 
senger Transport Board, with a fleet of 6,295, owned more 
than 5,000 vehicles. There were no fleets between 2,000 
and 4,999, and what is presumably that of the Birming- 


ham & Midland Motor Omnibus Co. Ltd. (1,076 
vehicles) stands alone in the 1,000 to 1,999 class. There 


were 12 operators, an increase of one on 1934, owning 
more than 500 vehicles, and 20 between 200 and 499. 
The great majority of owners, well over 50 per cent. of 
the total, had only one or two vehicles, there being 2,209 
in the former category and 1,024 in the latter. Even so, 
between them these small concerns owned less than 10 per 
cent. of the total number of vehicles. Both these classes, 
moreover, show declines, particularly the former which 
has a falling off of 277 since 1934, and 377 since 1933. 
Indeed, the process of absorption by the bigger companies 
was Clearly reflected by decreases in almost all classes of 
smaller operators and compensating increases among the 
larger operators. This tendency is summarised by the 
fact that the total number of operators has fallen by 433 
since 1934 and 623 since 1933. The total number of 
vehicles, on the other hand, shows an increase of 642 over 
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the figure for 1934, which is 240 more than the corre- 
sponding advance of the 1934 total over that of 1933. 
The average number of miles per vehicle run during 1935 
was 29,687 per vehicle owned, or 33,132 per vehicle 
licensed. These figures compare with 29,255 miles and 
32,724 miles, respectively, for 1934, or 28,600 miles and 
32,500 miles for 1933. The total receipts from passenger 
services during 1935 amounted to £62,500,000 which was 
£2,100,000 more than for 1934. The greater part of this 
advance was in receipts from stage services; contract ser- 
vices, however, also showed a slight improvement, and 
express services, and excursions and tours were constant. 
The average receipt per passenger journey was 2:47d. 
which showed a reduction of 0-05d. on 1934. An increase 
of 0-08d. in the average receipts per vehicle mile brings 
thy figure for the year under review up to 10-85d. The 
net receipts derived by all operators, except the London 
Passenger Transport Board, maintaining five or more 
vehicles amounted during the year 1935-36 to £5,537,755 
as against £4,467,533 for the previous year. This repre- 
sents the return on a total capital expenditure of 
£58,510,699. 


Licensing of Goods Vehicles 
TT'HE statistical information published recently by 
the Ministry of Transport provides some valuable 
data regarding the licensing of goods road vehicles. 
These particulars have been compiled under the Road 
& Rail Traffic Act, 1933, and show the number of goods 
vehicles at April 30, 1936, authorised under carriers’ 
licences issued by the Traffic Area Licensing Authorities. 
They reveal that the total number of people holding 
licences was no fewer than 215,369, although this figure 
contains a relatively small unknown element of duplica- 
tion since a person holding licences in two or more traffic 
areas has been counted as two or more licence holders. 
Of this very large total, 25,671 were holders of ‘‘ A’”’ 
licences, 2,084 holders of ‘‘ A’’ contract licences, 34,119 
holders of “‘ B’’ licences, and no fewer than 161,221, or 
nearly 70 per cent. of the total, were holders of ‘ C”’ 
licences. The widely spread nature of the industry can 
be gauged from the fact that the total of 215,369 licences 
cover only 460,016 vehicles, or an average of slightly over 
two vehicles per licence. The average number of motor 
vehicles in possession per licence in each class does not 
show any material variation as between the different traffic 
areas, except that, as might have been expected, the 
averages for the Metropolitan Traffic Area are substantially 
higher than elsewhere. 
The accompanying statement shows the number of 


licences in each class, the number of vehicles authorised 
thereunder, and the average number of vehicles per licen 
at the date mentioned: The figures reveal, incidentall 
that the railway companies hold 214 ‘‘ A’’ and 5 ‘‘C_ 
licences covering 9,140 motor vehicles and 3,549 trailer: 
the average number of vehicles per licence is 41-7. These 
figures do not include the vehicles operated by firms in 
which the railway companies have a financial interest. 

Other statistics show that of 23,646 operators holding 
“A ”’ licences only, 544 per cent. owned only one vehick 
19 per cent. owned two vehicles, 9 per cent. three vehicles 
5 per cent. four vehicles, and only 12} per cent. mor 
than that number. In fact, only four operators owned 
over 200 vehicles each and, of these, the largest owned 
936 vehicles. The total number of vehicles owned unde: 
these licences was 66,830, an average of 2'8 per operato1 
It is somewhat surprising to find that 28,393 operators 
who hold “‘ B ”’ licences only, excluding the railway com 
panies, own no fewer than 52,809 vehicles, and the mor 
scattered nature of this branch of the industry is evi 
denced by the fact that 78 per cent. of the operators 
owned one vehicle only, 133 per cent. two vehicles, 4} 
per cent. three vehicles, and 1} per cent. four vehicles. 
Of the remaining 2} per cent. 632 owned more than four 
vehicles, while 86 had no vehicles specified on these 
licences. : 

Of the ‘‘ B’”’ licensees, 13,758 or just over 40 per cent. 
were colliery proprietors, or coal, coke, and peat mer- 
chants; 2,839 or 83 per cent. were builders, decorators, 
and similar firms; 2,229 or 65 per cent. were farmers, 
dairymen, and livestock dealers; and 2,150 were mer- 
chants in such crops as fruit and potatoes, and green- 
grocers or florists. Another important feature is that 


the number of ‘‘B’’ licensees authorised to carry 
‘general goods ’’ was 17,689, or about 50 per cent. 
of the total, while coal, coke, builders material, furni- 


ture and household effects comprised together 54 per cent. 
of the particular classes of goods specified under ‘‘ B’’ 
licences. So far as the radii of these licences are con- 
cerned, 16°3 per cent. were limited to distances not ex- 
ceeding ten miles, 23-4 per cent. to 20 miles, 16:3 per 
cent. to 30 miles, 13:4 per cent. to 50 miles, and only 
5-3 per cent. were allowed to go any distance; 13-7 per 
cent. were limited to carrying goods for specified persons. 
These figures are of considerable value in setting forth 
precise details of the numerical strength and ownership 
distribution of the road transport freight industry, and 
should prove of assistance to all associated with the task 
of securing division of function and co-ordination between 
rail and road services. 


Number of licences of each class, number of vehicles authorised thereunder, and averag> nun er of vehicles per 


licence at April 30, 1936. 





‘A licences 
including short term *A” contract 
Railway} Other All Railway| Other All 
cor opera opera com opera opera- 
es tors tor panies tors tors 
Number of licences 203 | 25,869 26,072 11 2,833 2,844 
Number of vehicles autho 
ised 
i) Me vehicles in 9,045 76,292 85,337 17 5,139 5,156 
possession 
ii) Motor vehicles to be 79 956 1,035 39 39 
hired 
iii) Trailers in possession 3,549 7,529 11,078 210 210 | 
or to be hired 
(iv) Trade plates —_ 
Average number of motor 44-56 2-95 3-27 1-55 1-81 1-81 


vehicles in possession 
per licence 


Aéégregate figures—All traffic areas 


* B” licences “C” licences 
(including short term) including short term ll Licences 
Railway| Other | All Railway; Other Ail Railway! Other All 
com- opera- opera- com opera opera- com- opera- oper 
panies tors tors panies tors tors panies tors tors 
| | | lean s cn _ _ 
as |} 34,320 | 34,320 | 5 | 161,530 | 161,535 219 | 224,552 | 224,771 
| | 
| | 
" 52,809 52,809 | 78 | 316,636 | 316,714 9,140 | 450,876 | 460,016 
| 
252 | 252 | -— 4,490 4,490 79 5,737 5,816 
1,529 | 1,529 | 7,991 7,991 3,549 | 17,259 | 20,808 
7 3,022 3,029 7 3,022 | 3,029 
| 
1°54 | 1-54 


15-60 1-96 1-96 41-74 2°01 | 2-05 
} 
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Organisation of a Railway Company’s Road Motor 
Engineer’s Department—Il 


Details of the L.M.S.R. workshop at Kentish Town, London 


rg\HE functioning of the scheme outlined is exemplified 
¥ by the main workshop for the London district at 

Kentish Town. In this district there are also seven 
sub-depots, at St. Pancras, Euston, Broad Street, Camden, 
Willesden, Watford, and Luton, all with out-stations as 
shown on the diagram alongside, and they are together 
entrusted with the maintenance of 743 motor vehicles and 
552 trailers. 

The workshop at Kentish Town 
originally formed part of the loco- 
motive depot, in which it was 
ised as a fitting shop, the build- 

es now occupied by the Road 
Motor Department being con- 
verted to their new purpose in 
April, 1933. Fortunately very 
little in the way of structural 
ilteration was necessary. The 
ilterations included the construc- 
tion of a concrete entrance road- 
way leading from Highgate Road, 
the erection of a stores inside 
the shop, and the conversion 
of the locomotive smiths’ shop 
into a mess room and the small 
locomotive stores into offices; 
otherwise, the building remains 
exactly as originally constructed. 

fhe open yard now. existing between the main 
shop and the paint shop was originally occupied by an 
engine conveyor and rails, and it was necessary to remove 
these rails and fill in the conveyor pit prior to concreting 
the surface to allow motor vehicles to make use of the 
yard. In addition to access from the Highgate Road, 
there is rail access from a locomotive siding. 
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The Main Building 

As will be seen from the plan drawing reproduced on 
page 104, the main building houses the various sections 
of the workshop as well as the stores and the District 
Engineer’s, assistants’, and general offices. The stores 
section, situated in the workshop, has separate doorways 
for receiving or issuing of material, which latter is stored 
in an open bin structure of two floors with suitable passages 
and cross gangways. The whole is built up of angle iron 
2} in. for uprights and 1} in. for tray runners; the shelves 
are made up of tongued and grooved boards; there are 
five tiers of shelves on the ground floor and the same 
number above, while three stairways provide access to the 
upper floor. One of the accompanying illustrations shows 
this section of the shops, and its location is also seen on 
the general plan drawing. 

The overhaul section is located at the end of the stores, 
and here a Crawshaw chemical colander, for degreasing 
the parts dismantled, is installed. Adjacent to this is the 
inspection section, to which access is obtained from the 
main yard at the rear of the building, providing a direct 
run on to the inspection pits, which latter are equipped 
with heating pipes and bulkhead electric lights. As the 
plan drawing shows, a machinery section is positioned in 
the main building between the overhaul and inspection 
sections. This contains a number of machines driven by 
line shafting from an electric motor. The machinery equip- 





ment includes lathes, a shaping machine, a power hack 
saw, emery wheels, a 30-ton manual press, radial and high 
speed drills, &c. 


Special Machinery Equipment 


Special machinery equipment is used to facilitate a 
number of routine maintenance operations, and this results 
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Diagram of the London District repair organisation 


in a high standard of work being obtained in a minimum 
time. Such equipment is provided as a brake shoe lining 
machine, which drills, rivets and finally faces the linings 
on the brake shoe face. Sparking plugs are cleaned in 
a special machine using an air blast and a special cleaning 
powder analagous to a sand blast, and the same maghine 
provides facilities for testing the plugs when dueail, by 
sparking in an atmosphere of compressed air. A com- 
plete Black & Decker equipment is provided for decar- 
ponising and valve grinding, and the valves and seats 
are machine surfaced with an accuracy that eliminates 
the laborious and costly grinding-in by hand. 

Appliances such as a Newton boring bar, and aligning 
jigs for crankshafts and connecting rods, are also avail- 
able for boring main and big end bearings. A further 
interesting appliance constructed by the department is 
a magnetic crack detector, with which minute hair cracks 
in such important components as stub axles, steering arms 
and crankshafts can be readily detected. Two portable 
cylinder boring machines are provided by means of which 
cylinders can be bored in situ if necessary with a great 
saving in time and labour in dismantling the engines. 
Both machines use single point boring tools tipped with 
ultra-hard tungsten carbide or Widia, and the resulting 
bores possess an accuracy and surface finish that renders 
finish honing unnecessary. The boring machines are 
also used when Iiners are to be fitted, and to complete 
this operation a hydraulic cylinder liner press with load 
gauge is provided. The body shop is situated at the 
end of the building near the main entrance, with easy 
road and rail access, and the equipment consists of circu- 
lar and band saws and other plant. 

The overhaul, machinery, and inspection sections are 
served by wall cranes of 15 cwt. capacity for lifting and 
transporting purposes, in addition to which practically 
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the whole of the building is spanned by two overhead 
travelling cranes of exceptional capacity. At the other 
end of the shop several bays house specialised sections, 
such as the tyre repair bay in which all tyre repairs are 
done. This is equipped with an air-compressor which 
also supplies air lines throughout the shop, a robot tyre 
changer, a tyre groover, and vulcanizing equipment. The 
adjoining electrical section is provided with magneto and 
coil testing apparatus, a 100-A. Crypto battery charging 
plant, and other equipment. Another section is devoted 
to welding by the oxy-acetylene method, and radiator and 
sheet metal work is done in yet another section. 


Oil Cleaning 

The recovery and reconditioning of engine lubricating 
oil has received careful consideration with a view to reduc- 
ing the amount of lubricating oil used by the department, 
the cost of which is considerable. After some experi- 
ments an oil cleaning plant made by British Oil Cleaners 
Limited (now Fox Oil Cleaners Limited) was installed 
at Kentish Town depot. This plant is called upon to deal 
with all the used oil collected from other districts. The 
cleaner is quite automatic in action, but only oil free 
from gear oil, grease, and paraffin can be dealt with, 
and only oil collected from the engine bases at the periodi- 
cal oil changing is recovered. The cleaned oil is usually 
mixed with new oil in the proportion of one part to two, 



































AIR COMPRESSOR AND . — " 
TYRE SERVICE SECTION WELDS ” HEATING 
swop | # + . APPARATUS 
| | HOUSE 
+ + ‘ 
TINSMITHS’ ELECTRICIANS* / 
SHOP Swop | Oi, CLEANING 
PLANT 


OVERHEAD TRAVELLING | eae sean nl . 
i ao 

MACHINE TT RELINING MACHINE 

“ef, CRANE- + ene 
nm 


“es ° 


ry 
Ht] Pir 
J | Cc sé | ASSISTANT ENGINEER'S 
Z g u OFFICE OVER 
*9 PLEADING FITTER’S 
7 1 OFFICE AND TOOL 


STORE UNDER 
pias 1 

















—_ mo > 
FITTERS” BENCHES 
é 





















wo}. a | ser 
~ Cy Ear’ _ $4 
4S 
Cc! cranes 
ie jee —2 || 
UNDERGROUND. STORAGE — oe =} [ 
TANK (1,000 GALLONS) “ | 
ans c - — 
SCRAP BINS 








RAI ACCESS 








/ 







/ LOCKERS 
/CONCRETE PETROL B00 Y Si HoP | 
ROADWAY PUMP . 
/ ry f ELEVATING QSanosaw 
| = Clornes ©OCIRCULAR Saw 
3 WAS w ‘OR 4 es, BENCH 
BASINS ri 
GI AMBULANCE _| 
f CUPBOARD ~— 




















NS KG, Cow 04 0 __iorr 
~ ~ YN : 
Lo Se 


ENTRANCE FROM 
HIGHGATE ROAD 


< 


Ground plan of the Kentish Town workshop 


THE RAILWAY GAZETTE 


Railways and Road Transport Section 


January 15, 1937 





and is used with complete satisfaction for replenishing 
crankcases. Approximately 4,000 gallons of cleaned 
engine oil are recovered annually at an all-in cost which 
shows a definite economy in comparison with the pur- 
chase of new oil. 


Washing and Painting 


In the yard at the rear of the workshop a shelter is 
provided for washing vehicles, and a modern high-pressure 
electrically-driven washing plant is housed in a separate 
building at the end of the shelter. A special cleaning 
compound evolved by the company’s chemist at Derby 
is used here and this rapidly removes all grease, dirt, 
&c., from the parts to be cleaned. The paint shop is 
a separate building situated at the rear of the yard, and is 
equipped with a modern electrically-driven 4-gun paint 
spraying plant. 


System of Work Operation 


In the case of complete overhauls the sequence of opera- 
tions has been planned as follows: (1) vehicle thoroughly 
washed and cleaned; (2) sent to shop for removal of the 
body and cab; (3) chassis sent to dismantling section, 
where the engine, gearbox, axles, &c., are removed and 
the frames stripped of detachable parts. Advantage is 
taken of the unit system of overhaul where sufficiently 
large batches of one make of vehicle justify this method, 
work in the electrical, tinsmiths, welding and tyre sections 
being carried out conjointly with that of overhauling the 
chassis. When the overhauling has been completed the 
vehicle is sent to the body shop for replacement of the 
body and cab, which have meanwhile received attention. 

The vehicle is next tested on 
‘ _ ' the road and given a final 
' examination before being sent 

| PAINT SHOP to the paint shop. 
A careful record is kept by 
L means of special charts, (see 
pages 1024-5 of our Decem- 
ber 18, 1936, issue) while the 
work is in progress. This 
enables those responsible to 
follow more closely and easily 
how matters are progressing, 
and the charts, as will be seen, 
not only make it possible to 
ascertain how long the com- 
plete engine and chassis is 
under repair, but also afford 
a running check on the output 
. of overhauls and inspections, 
percentage of vehicles out of 
service, repair costs, the amount of overtime worked 
throughout the district, and the number of vehicles 
repainted. Thus nothing is left to chance, and in the 
event of a report being called for the data required can 
be at once taken from these charts, as well as from other 

records that are kept. 
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Exhaust Gas Analysis 

The petrol used by such a large fleet represents an 
item of expenditure which needs the closest control. In 
each district, therefore, a fitter, under the direct super- 
vision of the district inspector, is allocated solely to 
tuning up each vehicle to maintain or improve on a speci- 
fied datum consumption, which is fixed beforehand for 
each vehicle and is based on the type, class of work, 
mileage, &c., it is called upon to perform. — 

In order to put the matter on a scientific basis and 
eliminate tedious trial and error methods in carburettor 
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View of inspection bay and pits, and stores on left 
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setting, a portable exhaust gas tester, manufactured by 
the Cambridge Instrument Co. Ltd. has been provided. 
It is possible, if the composition of the engine exhaust 
gas is known, to deduce the ratio of air and fuel supplied 
by the carburettor, and therefore whether the latter is 
correctly set for the greatest economy. Until recently 
the necessary apparatus was essential for laboratory use 
only, and the relevant calculations were by no means 
simple, but the apparatus above referred to, by employing 
ethod based on the thermal! conductivity of the exhaust 
gives a continuous record upon a scale calibrated 

in air-fuel ratio without intermediate calculation of any 
rt. In practice, therefore, it is necessary only to attach 
the sampling tube of the instrument to the tail pipe of 


the silencer, and a continuous reading is given of the 
mixture strength under all possible working conditions. 


New Vehicle Tests 


From Kentish Town also are conducted the road tests 
of new vehicles, designed to ascertain their suitability for 
railway conditions of service. A test route of about 
13-5 miles long, starting and finishing at Watford, has 
been standardised. During this run, which includes a 
maximum gradient of 1 in 7°5, observations are made of 
petrol consumption, hill climbing, average speed, &c. It 
is followed by brake tests in which both the stopping 
distance and Tapley meter systems are used, speed test, 
manoeuvrability, and in the case of articulated vehicles, 
stability tests as well. A thorough examination of the 
chassis is then made to criticise any undesirable features 
of design that may be found to exist, and to ascertain 





Commodious yard at rear of main buildings, with paint shop on right 
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if the chassis is generally of a type in which routine main- 
tenance operations can be readily carried out. 

The information thus obtained is tabulated for reference, 
in groups according to the carrying capacity of the vehicle, 
and by providing a ready means of comparing the merits 
of different makes, forms a valuable guide in the purchase 
of new vehicles. 


Welfare and Training 

Employees’ welfare is catered for by a mess room 
situated near the main entrance, and is provided with a 
large gas cooker and washing sinks. Separate lockers 
are provided for each man, and elevating coat drying 
racks. An apprenticeship system is in operation at Kentish 


Town works, as at the other centres, the training extend 
ing over a period of five years. During the first year the 
apprentices spend a portion of their time in the tool stores 
and on radiator repairs, also electrical repairs and welding, 
whilst in the second year they are employed on routine 
inspection work. The third year covers coppersmiths, 
turning, welding and electrical work, and the fourth and 
fifth years are spent in the engine and chassis overhaul 
section. 

The apprentices are required to take a course of 
theoretical training in mathematics, the internal com- 
bustion engine, and machine drawing and construction. 
The company also offers practical encouragement to its 
artificers to qualify for the I.A.E. repair certificate. This 
system results in providing a force of mechanics well 
trained in the various duties of a road motor engineer’s 
workshop department, and has proved very successful. 








LORRIES DRIVEN BY GAS.—In Altona, a suburb of Ham- 
burg, a gas filling station for cars has been built. Numbers 
of heavy lorries and goods vehicles in Germany now run 
on ordinary household gas, delivered in cylinders fitted 
underneath the vehicle. As yet, however, it is necessary 


for such vehicles to be convertible to petrol because gas 
filling stations in Germany are few and far between. In 
a note on page 1022 of the Road Transport Section of 
December 18 last, we referred to the increasing use of 
motor fuels other than petrol. 
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The Thornycroft “Sturdy” 
Chassis 


This adaptable chassis, now being supplied to 
the L.N.E.R., is of special interest to home and 


overseas railways 


MONG the vehicles recently included in the repeat 
orders given by the L.N.E.R. to John I. Thornycroft 
& Co. Ltd. were seven Sturdy type short-wheelbase, 

forward-control chassis fitted with lightweight 4-ton hinged- 

sided bodies. Known as the ZE/TC4 Short, this chassis 
is generally similar to the standard ZE/TC4 model, the 
only differences being in dimensions. The Sturdy stan- 
dard or short-wheel based model can also be supplied 
with 34in. x 7in. R.T.A. tyres for pay loads up to 5 tons. 
The specification for the short vehicle embodies a four- 
cylinder petrol engine with side by side valves developing 
up to 60 b.h.p. (R.A.C. horsepower 24.03). The bore and 

stroke are 98-4 mm. and 127 mm. respectively, giving a 

cubic capacity of 3-865 litres. The cylinders are of mono- 

bloc construction, with the top half of the crank case 
cast in one piece. Renewable dry cylinder liners and 
detachable valve seats are provided; these, incidentally, 





The “ Sturdy” forward control chassis for loads up to 5 tons 
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Four-cylinder engine fitted to the ** Sturdy’ chassis 


cost very little to replace. With the use of exhaust valve 
seats, a much greater mileage can be achieved before 
grinding is required. Ignition is by coil and distributor; 
magneto ignition, however, can be supplied if required at 
slight extracharge. The drive from the engine is transmitted 
through a single-plate dry-type clutch and four-speed gear- 
box toa worm-driven back axle fit- 
ted with either Dunlop or Firestone 
32 in. X 6 in. R.T.A. tyres. The 
frame has a maximum depth of 
8 in. and ample cross members at 
the maximum point of stress pro- 
vide exceptional rigidity and 
strength to the whole structure. 
Both the foot and hand _ brakes 
employ the same system of brake 
shoes operating on all four wheels, 
the former having vacuum servo 
assistance. 


The ZE/TC4 Short chassis has 
a wheelbase of 12 ft., as compared 
with the 13 ft. 4 in. of the 
ZE/TC4 type, which with for- 
ward controls, provides a_ legal 


body space of 15 ft. The unladen 
weight of this chassis in licensing 
order is under 2 tons, so that a 
well constructed platform or 
hinged sided body can be supplied 
without the weight of the vehicle 
exceeding 23 tons. 











A considerable improvement in the gross receipts of the 
Great Southern Railways was shown during 1936, and this 
is attributable mainly to the expansion of the company’s 
road motor services, but many of the goods vehicles taken 
over at the end of 1935 from acquired businesses were in 
need of overhaul, which rendered the cost of maintenance 
and operation abnormally high. For its road transport 
goods services, the Great Southern built 100 new lorries 
and 10 furniture containers during last year. Nine addi- 
tional goods transport businesses were taken over by the 
company during 1936, bringing the total number of these 
acquired businesses up to 237, including 49 acquired jointly 
with the Great Northern Railway. Last year 70 extra 
vehicles were employed by the Great Southern in the 
road haulage of beet. The Great Southern Railways 
Company now operates virtually all the road passenger 


Progress in the Irish Free State 


services in its own territory outside the Dublin area, 
following the acquisition in 1936 of the motorbus businesses 
of the Galway General Omnibus Co. Ltd., Mr. Hynes of 
Limerick, and Mr. Ring of Rylane, Cork. Incidentally, 
the Galway General Omnibus Co. Ltd. was one of the 
pioneers of motorbus operation in the Free State, for it 
began working on August 5, 1919. During 1936 the Great 
Southern Railways Company built 10 tourist motor 
coaches, 27 ordinary buses, and 4 double-deck buses for 
Cork City services. ‘‘ All-in’’ road passenger tours of 
the company were well patronised during the season. The 
Great Northern Railway road fleet now comprises 120 
buses and 100 lorries, all of which work in the Free State, 
the road services hitherto operated by the company in 
Northern Ireland now being in the hands of the Northern 
Ireland Road Transport Board. 
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New G.W.R. “ Stable to Station ” 


4 NEW “‘ stable-to-station ’’ facility has been introduced 
f® in the Swindon—Marlborough area by the Great 
Western Railway for conveying racehorses by road 

from racing establishments to the most convenient main- 
line station for entraining. This service is operated by 
otor tractor with articulated trailer to hold two horses, 
and provided with a separate roomy compartment for the 





Facility 


grooms. It will considerably reduce the time on the 
throughout journey, as it will obviate the necessity of 
walking the horses to the nearest station, generally situ- 
ated on a branch line from which the services are neces- 
sarily inferior to those which can be given from a main- 
line station. The four-wheeled tractor is of the Morris 
Leader type. 





The new G.W.R. articulated road motor horse box 








PUBLICATIONS RECEIVED 


The S.M.T. Calendar for 1937.—Twelve beautifully 
produced colour plates of transport of the past adorn the 
sheets of this exceptionally fine wall calendar issued from 
Fountainbridge, Edinburgh, by the Scottish Motor Traction 
Co. Ltd. Depicted in bright colours, these scenes, based on 
early illustrations, include the medizval English wagon or 
char; The Comet, the forerunner of the modern steamer 
fleet on the Clyde ; Dr. Church’s strange and wonderful steam 
carriage of the 1830’s; the Stockton & Darlington Railway 
engine, Locomotion; and a motorcar of ‘“ before 1896’ 
preceded by a man with a red flag. 

Transport Service in Great Britain.—A handsome 
brochure (12 in. by 10 in.) bearing this title has recently been 
issued by Carter, Paterson & Co. Ltd., of 128, Goswell Road, 
E.C.1, on behalf of England’s, a subsidiary which serves 
as the shipping branch of the parent organisation. The 
purpose of this publication is to convey some impressions of 

an organisation that endeavours to supply a solution to any 
transport problem,’’ and the aim of which is “ to simplify 
the distribution of goods in Great Britain to such an extent 
that an exporter in any part of the world can leave the whole 
problem in its hands.’’ In this it succeeds admirably through 
the generous use of large half-tone illustrations depicting 
the diverse facilities offered by Carter, Paterson’s through 
Kngland’s. There is, for example, a photograph showing the 

lection for delivery to an Orient Line steamer of the baggage 
belonging to members of the M.C.C. team now touring Aus- 
tralia. Some of the illustrations are chosen particularly to 
draw attention to the precautions taken in both depots and 


warehouses to ensure accurate sorting and to avoid unneces- 
sary breakages and delays. Glimpses are also given of the 
company’s well-equipped engineering works. The brochure is 
attractively bound in glossy black card covers, with a special 
red celluloid spine which enables the pages to be opened flat. 

Twenty Years of Public Service.—From the East Kent 
Road Car Co. Ltd., Canterbury, comes this 16-page history 
of the company’s development since its formation in 1916, 
when services maintained by five small concerns, the first 
of which began operating from Deal in 1908, were amalga- 
mated. War-time difficulties made co-operation and pooling 
of resources almost essential, and complete merger was the 
course selected. At the close of the war the undertaking was 
still comparatively small and owned only 58 buses. In the 
post-war years, however, development has been rapid; the 
businesses of 41 operators have been absorbed, and the fleet 
of vehicles raised to a total of 540. The extent of this twenty 
vears of growth is perhaps best shown by the fact that, 
whereas in the company’s first financial year passengers 
numbered only 4,500,000, in 1935 no fewer than 28,000,000 
persons travelled by East Kent buses and coaches. Much 
of this success was due, as the pamphlet acknowledges, to 
co-operation with the Southern Railway, which in 1930 
purchased about one-third of the ordinary shares. This brief 
story of enterprise and achievement is enhanced by a number 
of illustrations showing comparisons of old and new vehicles, 
and also a number of maps and charts demonstrating the 
growth in area served and traffic handled of what is now a 
large and flourishing organisation. 
















THE RAILWAY GAZETTE 


January 15, 1937 


Railways and Road Transport Section 


A Prize-Winning Bus Station Design 


HE H. W. Williams prize of the Liverpool Architec- 
tural Society was awarded last year to Mr. P.E. A. J. 
Marshall, of the Liverpool School of Architecture, 

for a design for a bus and coach terminal station for Liver- 
pool. The site selected was one generally regarded as con- 
venient, namely, the area between the Midland Adelphi 
Hotel and Lime Street station, bounded by Copperas Hill, 
Bolton Street, Stelhorne Street, and Hilbre Street. 

For this site competitors were required to plan a bus 
and coach terminal station, built in concrete, which could 
be used by operating companies as a station only. The 
accommodation to be provided included a large paved 
space, part at least covered; arrival and departure plat- 


forms; a large waiting hall with booking, enquiry, and 
left luggage offices; a board room and administrative offices; 
a public restaurant, and a drivers’ canteen and mess. 

The plan of Mr. Marshall’s design, which is on three 
levels, is shown below. It is interesting to note that the 
herring-bone method of parking, advocated in this secticn 
last month, has been selected. We wonder how much 
this simple but fundamental feature of design influenced 
the decision of the judges. At the meeting at which the 
result of the competition was announced, Mr. C. D. Quin. 
Architect of the Ribble Motor Services Limited, was i 
vited to give a talk on the general problems of bus 
and coach station design. 
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German National Motor Roads 





In September last the first 1,000 km. of the new national roads were 


completed. 


»N September 27 last, Herr Hitler, the German Chan- 
O cellor, presided over a ceremony at Breslau to mark 
the completion of the first 1,000 km. (621-3 miles) 
of the new German national motor roads, often now called 
Hitler’s Highways,’’ the construction of which has been 
referred to several times in our columns. In his speech 
the Reich Chancellor acknowledged the services of Dr. 
Todt, General Inspector of Roads, and the administrative 
and engineering staff and workmen, to whom thanks 
were due for what they had done in carrying out the 
beginnings of the large scheme now in hand. According 
to present plans 6,000 km. (3,728 miles) remain to be 
built, and neary 8,000 persons are engaged on the energetic 
prosecution of work. The total cost to September, 1936, 
is stated to be 1,441 million Reichsmark. 
The decision to embark on a big plan of motor road 
construction was announced by the Chancellor at the 





Section of Reichsautobahn near Chemnitz 


Berlin Motor Show early in 1933, and a law passed on 
June 27 in that year empowered the German State Rail- 
way to set up a separate Reichsautobahnen company to 
carry out the work, in this way preventing any direct 
confliction of interest—or so it was hoped—between rail 
and road transport. Dr. Todt’s appointment followed 
at once and his powers were subsequently enlarged by 
further legislation in that year and early in 1934. An 
association which had been formed previously to promote 
a motor road from Hamburg to Basle via’ Frankfort was 
converted into a subsidiary for doing the preliminary 
work and thus the information already collected by it 
was made available. The Reichsautobahnen concern was 
established on August 25, 1933, with central engineering 
offices placed provisionally at Frankfort, and railway civil 
engineers were drafted to them. 

Construction was formally inaugurated by 
cellor at Frankfort on September 23. The main routes 
comprise two from north to south, three from east to 
west, three diagonal roads, and a certain number of short 
cross connections. There are now 15 chief divisional con- 
structional offices, under a head office in Berlin, and 84 


the Chan- 


According to present plans 6,000 km. remain to be built 


sub-divisional offices. The following table gives particulars 
of the first 1,000 km. to be finished : — 





Km. 

1. Bad Nauheim — Frankfort (Main) — Darmstadt 
Mannheim—Heidelberg—Bruchsal a oe 155-9 
2. Berlin—Joachimsthal—Colbitzow (near Stettin) .. 116-6 

3. Munich Holzkirchen — Weyarn — Samerberg — 
Traunstein ate on ia pis 100-0 
4. Breslau—Liegnitz Kreibau a ar Se 91-3 
5. Connection from Werder—Magde burg se aE 85-2 
6. Hanover—Lehrte—Brunswick ‘Helmstedt sis . 85-1 
7. Lanzendorf—Schleizer Seenplatte (Berlin— Munich) 77°3 
8. Dibbersen—Sittensen—Oyten (Hamburg—Bremen) 70-8 
9. Cologne—Hilden—Diisseldorf-N < os ap 32-5 

10. Oberlichtenau—Rainholzhain (Dresden—Chemnitz 
Erfurt) ws * “ se s 32-0 
11. Weissenfels—E isenberg (Berlin—Munich) .. ai 30-0 
12. Halle (S)—Leipzig (Diiben Highway) - 29-0 
13. K6nigsberg (Pr)—Kobbelbude Konradswalde a 20-3 
14. Stuttgart-S—Unterboihingen(Stuttgart—Munich) .. 16-0 
15. Elbing—Neumiinsterberg .. 15-0 

16. Leipzig—Merseburg _High- 

way—Korbetha — 
Munich) ss 13-6 

17. Dresden Wilsdruft (Dres- 
den-—Chemnitz) .. 12:3 

18. Gleiwitz—Beuthen (Upper 
Silesia) .. in me 12-0 

19. Ulm — Dornstedt — Heiden- 

heim Highway (Stutt- 
gart-Munich) .. Pa 5°2 
Total (621 miles approx.). 1,000°1 


In addition, 1,533 km. (953 miles) are 
under construction and 1,580 km. (982 
miles) are ready to be begun, prelimi- 
naries having been completed. About 
58 million working days have been 
performed by contractors and the 
amount of materials used has naturally 
been very large; some 2,300 contrac- 
tors’ locomotives are in service, as well 
as 50,000 wagons, 160 road rollers, 
670 concrete mixers, and 420 excava- 
tors. Large numbers of bridges have 
been built and great care has been 
taken to harmonise them with the sur- 
rounding countryside. It is estimated that, beyond those 
directly concerned, fully 250,000 workers are kept occupied 
in outside industry by the demands of this work. 








Co-ordination in New Zealand 


On the score that milk lambs could be delivered in best 
condition only with a minimum of handling, many 
carriers in the Auckland district have in the past had em- 
bodied in their licences permission to carry these lambs 
direct from the farms to the freezing works during the 
season, November to February. The Railway Department 
is now claiming that it can satisfactorily transport the lambs 
from at least a large part of the district, and moved to 
have the carriers bring them to the rail. At the instance of 
the Transport Licensing Authority a conference between 
the carriers, representatives of the department and farmers 
was held, and a voluntary settlement was arrived at, 
providing that the carriers would take the lambs to the 
railways which would specially cater for their quick trans- 
port to the works. 
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British-Built Rear-Engined Coach 
Designed by the Chief Engineer of the Birmingham & Midland Motor 


Omnibus Co. Ltd., this coach is employed on the London-Birmingham service 


N November last, the Birmingham & Midland Motor 
I Omnibus Co. Ltd. placed on the London—Birming- 
ham service a new long-distance luxury coach with 

the engine fitted at the rear. This vehicle is similar in 
principle to the original 40-seat rear-engined service bus 
produced by the company in 1935, which has now com- 
pleted over 60,000 miles of service running. The new 
vehicle, which we illustrate below, was built at the com- 
pany’s works at Edgbaston to the design of the Chief 
Engineer, Mr. L. G. Wyndham Shire, A.C.G.I., M.1.A.E., 
M.Inst.T. There are 32 passenger seats providing generous 
leg room and comfort, and ample luggage accommodation 
is available in a cabined portion at the rear of the vehicle, 
whilst overhead parcel racks are fitted for light luggage. 
As may be seen from our picture, access to the interior is 
gained by a centrally-placed sliding door on the near side. 


Thirty-two seat rear-engined coach now ir 


The interior decorations are carried out in a scheme of 
green and beige, and a special system of diffused lightin; 
is employed with the object of producing a restful effe 
on long journeys. The system of operating and controlli 

the vehicle electrically and hydraulically without the 1 

of long connecting rods and tubes, which was introduc 

on the original rear-engined service bus, has been retain 
on the present vehicle and the riding is notable for th 
absence of engine noise and vibration at practically a 
speeds and conditions of running. Although rear-engine: 
vehicles are a comparative novelty in Great Britain, they 
are used extensively in the United States and in certa 
Continental countries. In fact, American bus manufac- 
turers have now abandoned the ‘‘ conventional ’’ bonnete: 
engine, and house the engine either centrally underneath 
the floor or, with the gearbox, at the rear. 
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service between London and Birmingham 








ig was not surprising that Mr. H. N. Colam, Agent, 

Madras & Southern Mahratta Railway, should choose 
the ever-pressing problem of unmitigated road competi- 
tion as the theme for part of his recent presidential address 
to the Indian Railway Conference Association at Delhi. 
The time when some sort of action will be imperative 
cannot now be far off, as the position of the railways 
is rapidly becoming precarious. In reviewing the situa- 
tion, therefore, Mr. Colam suggests three possible courses : 
(1) adequate regulation of road transport; (2) subsidisation 
of the railways, either directly or indirectly by writing 
down the capital invested; or (3) the subsidisation of 
certain classes of traffic by others as a result of reducing 
charges on the more valuable and shorter-distance traffics, 
and increasing those on the less valuable and long-distance 
traffic. At present, the control of the roads is vested in 
the provincial governments, which have, however, only 
an indirect interest in the railways owned by the Govern- 


The Indian 








Problem 


ment of India. Thus their attitude towards any transport 
question is biased in favour of the road users, or in other 
words they would like to relegate the railways to the 
position of carriers of less remunerative traffic only. Mr. 
Colam suggests a possible solution of this problem by 
giving the provincial governments a direct financial interest 
in the railways. The alternative which we have already 
advocated in these columns is that, as the provinces look 
to the centra! administration for substantial grants each 
year, pressure might be brought to bear upon them to 
revise their attitude towards the railways. We feel that 
there is no reason in a vast country such as India fer road 
and rail traffic to indulge in cut-throat competition on an 
inequitable basis, and, if the provincial administrations 
are induced to realise the essential need of maintaining 
the trunk rail routes, the way is open for the develop- 
ment and maintenance of both rail and road transport on 
an assured basis as complementary systems. 
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SOUTH AFRICAN RAILWAYS 4-8-2 TYPE LOCOMOTIVES 


‘ Built by the Berliner Maschinenbau A.G. during 1936, these engines 
are the largest having this wheel arrangement in South Africa 















t 
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ll 
ed 
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ed 
th 
Q* pages 64-66 of THE RatLway GAZETTE dated 
January 10, 1936, we published an_ illustrated 
article dealing with some new 4-8-2 type locomotives 
constructed by Robert Stephenson & Co. Ltd., Darling- 
i ton, for the South African Railways. These engines are 
: known as Class 15E and are the largest of the 4-8-2 type 
& in South Africa. Since then orders for the same class of 
H engine have been executed by the German firms of 
| Henschel & Sohn A.G., of Kassel, and more recently by 
7 the Berliner Maschinenbau A.G., of Berlin, and one of 
&| the engines constructed by the latter concern is illustrated 
herewith. It may be of convenience to readers if some 
_ 4 of the leading dimensions are repeated. These are: 
‘ cylinders (equipped with R.C. poppet valves), dia. and 
i stroke, 24 in. by 28 in.; wheels, coupled, dia. 5 ft. 0 in., 
ant 4 heating surface, total evaporative, 3,414°5 sq. ft.; super- 
her ?| heater, 661 sq. ft.; combined heating surface, 4,075°5 sq. 
the ; ft.; grate area, 62:5 sq. ft.; and boiler pressure, 210 Ib. 
Mr. rs per sq. in. In working order the engine weighs 107 tons 
by ff 14 cwt., and the tender, which carries 12 tons of coal 
weal é and 6,000 gallons of water, weighs 66 tons 3 cwt., a total 
ady 4 ot 173 tons 17 cwt. 
nel z It will be recognised from these dimensions that the 
ach ff engines are of exceptional size and power, especially for 
to Of the 3-ft. 6-in. gauge. The engines of both English and 
hat i German manufacture have been built to the designs of 
wail Mr. A. G. Watson, formerly Chief Mechanical Engineer, 
an i South African Railways, and under the supervision of Mr. 
sail F.C, Swallow, Advisory Engineer to the High Commis- 
sink sioner for the Union of South Africa. Those standing in 
lon: the front of the smokebox in the end view of the locomotive 
: nl are Mr. J. S. Ireland, Inspecting Engineer (left), and 






(right) Mr. J. S. Brown, Assistant to the Advisory Front end view of locomotive outside the builders’ 
Engineer, works 
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PERSONAL 


regret to record the death, on 
iry 6, of -Mr.. R.. W.. Urie, 
M.1.Mech.E., the last Locomotive 
Eneineer of the London & South 
W mm Railway. Born in 1854, Mr. 


U was educated at Ardeer and in 
Glasgow, and after a practical work- 
shops training, joined the Caledonian 


Railway as a draughtsman. He was 


THE RAILWAY GAZETTE 


RAILWAY NEWS SECTION 


one of 4-8-0 tank engines, the more 
recent ‘‘ King Arthur ’’ class being a 
development of his 4-6-0 express engine. 





It is with regret that we learn of 
the death of Mr. C. Gibbs, sometime 
Telegraph Assistant to the Superinten- 
dent of the Line, G.W.R. He joined 
that railway in 1872, in the telegraph 
office at Didcot, and, after varied ex- 
perience, was appointed Chief Clerk to 









permission to wear the prescribed uni- 
form (January 9). 

Capt. Biddle is Docks and Marine 
Manager, Southern Railway, and Major 
Jenkin Jones was recently appointed 
Divisional General Manager, North 
Eastern Area, L.N.E.R. 


Mr. Stephen C. Angel, Stores Super- 
intendent of the Buenos’ Ayres 
Western Railway since 1927, retired on 





Elliott] [& Fry 


The late Mr. R. W. Urie, 


Locomotive Engineer, London & South Western 
Railway, 1912 -23 


specially entrusted by Mr. Dugald 
Drummond with investigations con- 
nected with higher steam pressures, and 
later became Chief Draughtsman. His 
last Caledonian post was as Works 
Manager, St. Rollox, and he was 
appointed Works Manager at Nine 
Elms, L.S.W.R., in 1897. It was in 
1912 that he was promoted to be Loco- 
motive Engineer of that system, the 
position from which he retired when it 
was absorbed in the Southern group in 
1923. During the war Mr. Urie was 
a member of the committee of engineers 
engaged in the design of standard loco- 
motives, and was responsible to the 
War Office for much war material 
manufactured at Eastleigh shops. He 
was a Member of the Institution of 
Mechanical Engineers, and his retire- 
ment removed ‘‘ one of the most able 
locomotive engineers who have occupied 
positions in the front rank of .railway 
operation in this country,’’ to quote 
our notice of his retirement. Mr. Urie 
was the inventor of the Eastleigh super- 
heater. fitted to well over 100 L.S.W.R. 
engines. He also designed three classes 
of 4-6-0 tender, one class of 4-6-2 and 


The late Mr, C, Gibbs, 


Telegraph Assistant to the Superintendent of the Line, 
G.W.R., 1903-24 


the Telegraph Superintendent in 1890. 
When the position of Telegraph Super- 
intendent was abolished in 1903, and 
the work of the department was trans- 
ferred to the supervision of the Super- 
intendent of the Line and of the Signal 
Engineer, Mr. Gibbs was appointed 
Telegraph Assistant to the Superinten- 
dent of the Line, the position he occu- 
pied for 21 years until his retirement 
at the end of 1924; he had therefore 
52 years’ total service to his credit. 
The G.W.R. code book, brought into 
use in 1884, was a work for which Mr. 
Gibbs was mainly responsible, and 


‘during his term of office widespread 


telegraph and telephone developments 
took place throughout the system. 


From The London Gazette of Janu- 
ary 8:— 

Territorial Army; Royal Engineers; 
Engineer and Railway Staff Corps— 

Capt. R. P. Biddle from Territorial 
Army Reserve of Officers (5th/7th Bn. 
Hampshire Reg.) to be Major (Janu- 
ary 6). 

Major C. M. Jenkin Jones resigns his 
commission and retains his rank with 





Mr. John A. Trench, 


Appointed Stores Superintendent, Buenos Ayres 
Great Southern & Western Railways 


pension from that position at the end 
of October last, and has been succeeded 
by Mr. John A. Trench. 

Mr. Trench joined the Chiet 
Accountant’s Department of the Buenos 
Ayres Great Southern Railway in June, 
1901. In May, 1912, he was trans- 
ferred in the capacity of Accountant’s 
representative to the Rio Negro irriga- 
tion works, which were being carried 
out by the B.A.G.S.R. on behalf of 
the National Government. In April, 
1921, he became Manager of the Em- 
ployees’ Co-operative Society, and on 
January 1, 1929, was appointed Stores 
and Shipping Agent. On the recent 
retirement of Mr. Angel, Mr. Trench 
was appointed Acting Stores Superin- 
tendent, B.A.G. Southern and Western 
Railways, being confirmed in the posi- 
tion of Stores Superintendent of both 
companies as from November 16. 


We regret to note the death, on 
January 6, of Mr. Henry John Denby, 
Traffic Manager and, for about a year 
before his retirement in 1922, Acting 
General Manager of the Neath & 
Brecon Railway. Mr. Denby had over 
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40 years’ service with the -N. & B.R., 


20 as Traffic Manager. 


INSTITUTE OF TRANSPORT 

The following are among the mem- 
bers and members elected 
during December :— 

Members 

Mr. C. H. Blomfield-Smith, District 
Engineer, Ipswich, L.N.E.R.; 

Mr. J. M. Kirkwood, District Goods 
and Passenger Manager, Derby, 
L.M.S.R., and 

Mr. D. M. MacRae, General 
Manager, Central Argentine 
Railway. 

Associate Members 

Messrs. C. E. Allen, Entre 
Rios Railways; C. R. Brooks, 
G. J. Edds, and A. P. Mutch, 
South African Railways and 
Harbours; H. St.C. Coulson, 
New South Wales Government 
Railways; S. Johnson, A. Kell, 
F. B. Newbery, and F. Shutt, 
L.M.S.R.; F. Kerrigan and 
A. J. Webb, L.P.T.B.; W. Neil- 
son, L.N.E.R.; and J. A. Phil- 
pott, Port of Bristol Authority 


associate 


We regret to record the death, 
at the age of 79, of Mr. W. H. 
D’Arcy, who retired in 1928 
from the position of Chief of 
the Claims Department of the 
Canadian Pacific Railway. He 
began his career in 1873 on the 
Great Northern Railway of 
lreland. 

The directors of the London 
Midland & Scottish Railway 
Company have appointed Col. 
Norman Kennedy, D.S.O., 
ED, Fb. Doonholm, Ayr, 
to be a Member of the Scottish 
Local Committee of the com- 
pany. Col. Kennedy was edu- 
cated at Rugby, and University 
College, Oxford, where he took 
his degree. He served in the 
war in Gallipoli, Egypt, and 
Palestine, and was in the Ayr 
shire Yeomanry from 1899 to 1928, 
commanding the regiment from 1924 to 
1928. Col. Kennedy is Governing 
Director of James Kennedy & Co. Ltd., 
President of the Glasgow 
Commerce; Director of 
House; and is Con- 


of Glasgow; 
Chamber of 
Glasgow Merchants’ 
sul in Glasgow for Honduras. 


Mr. T. F. Brennan, F.I.C.A., Comp- 
troller of Accounts, Victorian Govern- 
Railways, has retired after 47 
vears’ Government service, 30 of them 
in the Railway Department. In addi- 
tion to his valuable services to the 
Government, he has written much and 
delivered many addresses on accoun- 
tancy, and is a Past-President of the 
Institute of Commonwealth Accoun- 
tants, and also of the Victoria Railways 
Institute. He has, moreover, been a 
member of several Royal and other 
commissions and boards of enquiry, 
and is a leader of his profession, having 
outstanding executive ability. 


ment 
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The London Midland & Scottish 
Railway announces that Colonel Lionel 
Manton, D.S.O., O.B.E., M.Inst.T., 
has been appointed Principal of the 
new Staff College which ‘the company 
is to build at Osmaston Park, Derby. 
The college was described in THE RalIL- 
way GAZETTE of November 13 last. 

Colonel Manton, who _ relinquished 
the post of Chief Engineer, Malta, to 
take up his new position with the 





Col. L. Manton, D.S.O., O.B.E., late R.E.. 


\ppointed Principal, Railway Staff College, 


Derby, L.M.S.R. 


L.M.S.R., has had a_ distinguished 
career in the Army. His work has 
been connected largely with transporta- 
tion and latterly with the training of 
army personnel, so that he joins the 
L.M.S.R. with a wide knowledge both 
of railway transport and of the prin- 
ciples of staff training. Before the 
war, ‘oloncl Manton served on the 
Indian State Railways, both on con- 
struction and in the Traffic Depart- 
ment. After a short time with the 
Sappers and Miners in France, in 1914, 
he was employed for the rest of the 
war on transportation work, and was 
awarded his D.S.O. in 1917. Im- 
mediately after the war he became 
Instructor in Transportation at the 
School of Military Administration. 
From 1922 to 1926 Colonel Manton was 
on the Rhine, first as President of the 
Inter-Allied Railway Sub-Commission 
at Cologne, and later as British mem- 
ber of the Inter-Allied Railway Com- 
mission at Wiesbaden and Assistant 
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Quartermaster General (Mowvemen's) 
Rhine Army. After an interval, he 
was again employed in railway werk, 
when in 1930 he was given comm: nd 
of the Railway Training Centre, Re val 
Engineers, Longmecor, where he ‘re- 
mained for 43 years. It is at Lo ig- 
moor that the Transportation U> its 
of the Corps oi Royal Engineers, b th 
regular and Supplementary Reserve ire 
trained, the latter formed exclusiv ly 
of British railway personnel, }¢. 
longing to the four main-line 
railways. In the autumn of 
1935, Colonel Manton was s+ nt 
to Egypt as Assistant Direcior 
of Transportation, which ap- 
pointment he vacated early in 
1936 to become Chief Enginecr, 
Malta. 

Mr. W. R. Price (Superin- 
tendent of Train Services) and 


Mr. E. H. Brownbill (Engineer, 
Rolling Stock Branch), V 
torian Government Railways 


have been deputed to carry out 
a comprehensive investigation 
into the working of the Trans- 
portation and _ Rolling Stock 
Branches of the Tasmanian 
Government Railways, and to 
submit recommendations cover- 
ing all aspects of goods and pas- 
senger operation, and work- 
shops practice. Both these 
officers have been prominently 
associated with the recent Vic- 
torian train accelerations and 
Mr. Brownbill—who is a BE. 
(Electrical) and a Master oi 
Mechanical Engineering — has 
been closely connected with 
locomotive improvements result- 
ing in the greatly enhanced 
power output that has made 
the accelerations possible. 

It is with regret that we have 
to record the recent death of Mr. 
W. A. Webb, formerly Railways 
Commissioner in South Austra- 
lia. He was born in the United 


States in 1878, and gained varied 
railway experience there until, in 


1911, he 
of the 


became General Manager 
Texas Central system, anil 
in 1912 Assistant to the President 
and then General Manager of the 
Missouri—-Kansas—Texas lines. From 
1915 to 1918 he was Vice-President in 
charge of operations for the receiver of 
that system, and, during Federal con- 
trol, was General Manager of a group 
of lines in the south-west including 
his own. In 1919-20 Mr. Webb served 
on the Board of Adjustment No. 1, of 
the United States Railroad Administra- 
tion at Washington, and afterwards be- 
came Vice-President and General Mana- 
ger of the St. Louis South-Western 
system, until appointed President of 
the Cambria & Indiana lines in 1922. 
In November of that year he went to 
Adelaide as Chief Commissioner of 
Railways in South Australia. He 
retired to America in 1930, but during 
the intervening 7} years was responsible 
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for the great rehabilitation programme 
on the S.A.R. including the construc- 
tion of the new Murray River bridge, 
relaving and strengthening of lines, in- 
troduction of much more powerful loco- 
motives, the reconstruction of Islington 
workshops, the building of the fine 
combined station and administrative 
offices at Adelaide and the conversion 
of the 3 ft. 6 in. gauge Western System 
to 5 ft. 6in. gauge. All these improve- 
ments as well as those in train opera- 


tion, train control, the provision of 
automatic-coupled high capacity goods 
stock, railcars, and improved marshal- 


line and terminal facilities bear witness 
to his ability and enterprise. 


We regret to record the death on 
January 6, at the age of 83, of Mr. 
Murray Griffith, for over thirty years 
. Director of the Metropolitan-District 
Railway Company. He was one of the 
fathers of the Stock Exchange, having 
been admitted in 1877, and thus re- 
mained a member for 60 years. Mr. 
Murray Griffith’s association with rail- 
ways began at the beginning of the 
present century when Mr. Charles 
Tyson Yerkes and his American asso- 
ciates took up the question of electri- 
fying and_ rehabilitating the old 
District Railway. An agreement to this 
end was made with the company during 
the chairmanship of Mr. James Staats 
Forbes, and the board of the District 
Railway was reconstituted in 1901 with 
Mr. Murray Griffith as Chairman. A 
separate company called the Metro- 
politan District Electric Traction Co. 
Ltd. was formed to hold the controlling 
interest in the District Railway and to 
carry out the electrification; Mr. 
Griffith occupied a seat on its board. 
He took a keen interest in the District 
Railway and was prominently asso- 
ciated with Yerkes in making the 
financial arrangements for the work. 
In 1901 Mr. Griffith was appointed a 
District Railway representative on the 
board of the Whitechapel & Bow Rail- 
way Company, and in 1902 a member 


-of the Whitechapel & Bow Joint Com- 


mittee; in 1901 also he became a 
District Railway representative on the 
East London Railway Joint Committee. 
Mr. Griffith held the District Railway 
hairmanship for only a short time, but 
mtinued to occupy a seat on the 
board under Mr. R. W. (later Sir 
Robert) Perks and subsequent chair- 
men until the railway was absorbed 
into the London Passenger Transport 
Board in 19338. Mr. Griffith did not, 
however, remain a Director of the 
Traction Company when it was re- 
organised on April 9, 1902, as the 
Underground Electric Railways Co. of 
Londen Ltd. He retained his member- 
ship of the Whitechapel & Bow and 
the East London committees and in 
1917 became a member of the Lots 
Road Power House Joint Committee. 
In 1914 he became Chairman and a 
Director of Earls Court Grounds 
Limited, another District Railway 
associate. Mr. Griffith was a member 
of the railway Welfare Committee and 
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took a prominent part during the 
strikes of 1919 and 1926 in staff welfare 
work of the emergency workers. The 
funeral took place at his birthplace, 
Winchelsea, on January 12; a wreath 
was sent by Lord Ashfield and the 
members and officers of the London 
Passenger Transport Board, and Mr. E. 
Rawdon Smith, Public Relations 
Officer, attended. 

The directors of the Belfast & County 
Down Railway Company on January 8 
co-opted Sir Joseph McConnell as a 
Director to fill the vacancy caused by 
the death of Mr. Thomas Richardson. 


Mr. James Boot has been appointed 
Signal Engineer of the General Rail- 
way Signal Co. Ltd., the title of Chief 
Engineer, previously held by him, hav- 
ing been abolished. As Signal Engineer 
Mr. Boot will devote all his time to 
the study of signalling projects and 
train operation by signalling and the 
application of G.R.S. apparatus. Mr. 
Boot served in the Telegraph Depart- 
ment of the former Great Northern 
Railway from 1896 to 1995, when he 
joined the W. R. Sykes Interlocking 
Signal Co. Lid., to develop the Sykes 
electro-mechanical system, and became 
Electrical Engineer to that company. 
He was also Personal Assistant to the 
late Mr. W. R. Sykes, Jun., Managing 
Director of the company at that time. 
Mr. Boot joined Siemens Brothers & 
Co. Ltd., in 1910, as Commercial 
Assistant in charge of sales of all elec- 
trical material to the railway com- 
panies. In 1916 he was appointed to 
the London & South Western Railway 
as Technical Assistant to the late Mr. 
A. H. Johnson, and upon his death 
became Chief Assistant for Signals & 
Telegraphs under the late Mr. W. J. 
Thorrowgood. He resigned to rejoin 
Siemens Brothers & Co. Ltd., and was 
subsequently appointed Chief Engineer 
to the Siemens & General Electric Rail- 
way Signal Co. Ltd. In 1930 he re 
signed to take up the position of Chief 
Engineer to the General Railway 
Signal Co. Ltd. 


Mr. J. C. Kubale has been appointed 
Development Engineer in charge of 
design and tests for the General Rail- 
way Signal Co. Ltd., the title of Assis- 
tant Chief Engineer previously held by 
him having been abolished. Mr. 
Kubale was apprenticed to the Vic 
torian Government Railways, Austra 
lia, in 1919, and was employed on that 
system in the Signal & Telegraph 


_Department and later in the Electrical 


Engineering Department until 1930. 
But from 1925 to 1928 he was granted 
study leave and spent three years in 
the U.S.A. with the General Electric 
Company, Schenectady, N.Y.; the 
Illinois Central Railroad, Chicago; and 
the General Railway Signal Co., 
Rochester, studying electric railway 
traction and signal engineering. In 
1930 Mr. Kubale joined the General 
Railway Signal Co. Ltd., and its asso- 
ciated company, Rail Brakes Limited. 
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Mr. Carroll Miller has been elected 
Chairman of the United States Inter- 
state Commerce Commission for 1937. 


Mr. W. Crozier, who retired at the 
end of the year from the position 
of Operating Manager, Scotland, 
L.M.S.R., has been the recipient of a 
number of presentations on leaving the 
railway service. Last week the 
L.M.S.R. Scottish officers entertained 
him to luncheon and presented him 
with gifts. On Monday he was enter- 
tained at the Scottish Pooling Meeting 
in Edinburgh, and was presented with 
a bag of golf clubs by Mr. Mills, Divi- 
sional General Manager, L.N.E.R., 
Scotland. On Wednesday he was en- 
tertained to a complimentary dinner in 
Glasgow by his own office staff and the 
district officers, and was presented with 
a radiogram and cabinet and an address 
signed by all the members of the 
Operating Department in the Northern 
Division. 








The late Sir Cecil Paget 


Tribute by Mr. Ashton Davies 
at Chief Commercial Manager’s 
Conference, L.M.S.R. 


Prior to the opening of the conference 
held at Manchester on January 7, Mr. 


Ashton Davies, Chief Commercial 
Manager, addressing the officers, 
said :— 


‘“ Before commencing the ordinary 
business at meetings of this character 
it is usual, when the loss of a distin- 
guished colleague has been sustained, 
that appropriate reference should be 
made to it. I feel that at our confer- 
ence it is very fitting we should remem- 
ber the passing of a very illustrious 
railway officer who paid a great con- 
tribution—particularly in regard to new 
methods of operation -on British rail- 
ways, and whose system of control not 
only revolutionised the operations on 
the railways of this country but in 
other parts of the world. I would also 
refer to the sterling services rendered 
by Sir Cecil Paget in the great war, 
which placed him in the highest realm 
so far as the contribution of railway 
personnel to the safety and well-being 
of the British nation was concerned. I 
would ask you, as officers of the L.M.S. 
Railway Company, of which the former 
Midland Railway constitutes so impor- 
tant a part, to rise for a moment in 
memory of so distinguished an officer.’’ 

At the lunch following the Chief 
Commercial Manager’s meeting, Lt.- 
Colonel K. R. N. Speir, on behalf of 
the former Midland Railway officers 
present, thanked Mr. Ashton Davies 
for the appreciative remarks he had 
made about their old chief. He went 
on to say that he had known Sir Cecil 
Faget for 42 years, and he was certain 
that the remarks that had been made 
would give great satisfaction, not. only 
to the family of the late Sir Cecil 
Paget, but also to members of the old 
Midland Railwav. 
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North-East London Railway Developments 


Loughton to Ongar and Fenchurch Street to Stratford elec- 
trification added to original scheme—Central London Line 
9} mile tube extension, with 22} miles of surface electri- 


fication 


When the impcrtant stet-meut of 
Government policy regarding suburban 
electrification and tube extension in 
the London area was made in the 
House of Commons in June, 1935, we 
outlined (on pages 1133-4 of our issue 
of June 7 of that year), among other 
important arrangements, those affec ting 
North-East London. Since that time 
comparatively little further information 
concerning that part of the scheme has 
been issued, and _ it generally 
appreciated that a considerable amount 
of preliminary work was being carried 
out before final plans were formulated 

On Tuesday, a joint statement was 
issued by the London Passenger Trans 


was 


port Board and the London & North 
Eastern Railway making = availabk 
details of the scheme as now adopted 


by the Standing Joint Committee of 
London Transport and the main-lin 
railway companies for the extension 


and improvement of railway services in 
North-East London The L.P.T.B 
and the L.N.E.R are spending 
£14,500,000 between them to give this 
trea modern transport to the West End 


L.N.E.R. to convert 25 route miles at 1,500 volts 


existing surface lines of the L.N.E.R.; 
and 

(b) For 
LER. 


the electrification of the 
lines between Liverpool 
Street and Shenfield, and between 
Fenchurch Street and -Stratford. 

It is pointed out, however, that 
circumstances may before the 
completion of the scheme, which will 
necessitate some alteration of details. 


arise 


Central London Line Extensions 
rhe arrangements for prolonging the 
the Central London Line 
93 miles of new double 
in tube or of cut-and- 
as follow :- 


services of 
necessitate 
track, nearly ali 
cover construction, 
Liverpool Street to Stratford, 4-2 miles 
Stratford to Leyton, 1-2 miles 
Levtonstone to Newbury Park, 4:0 miles 
Some 22} miles of surface lines of the 
L.N.LE.R. will be electrified, namety: 
Leyton to Ongar, 17-4 miles 
Newbury Park to Woodford, 5 miles 


[he total route mileage east of 
Liverpool Street to be worked by 


London Transport trains will thus be 
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level of the District Line tracks and 
run on each side of them into the 
existing station at Mile End, thus pro- 


viding a platform interchange between 
Metropolitan, District, and Central 
London trains. Mile End station will 
be reconstructed. After Mile End, the 
Central London Line will continue in 
tube, coming to the surface at Strat 
ford station (L.N.E.R.), which will be 
reconstructed to give convenient plat 
iorm interchange between local ele: tr 


fied trains and Central London trains 
Platform interchange with the Ten 
church Street line will also be pro 
vided. 

From Stratford the Central Lon:«lon 
Line will be taken in tunnel to a point 
1 mile south of Leyton _ station 
(L.N.E.R.) where it will come to the 


surface again and form a junction with 
the Loughton and Epping line. 
tube trains will travel on existing sur 
face lines from Leyton to Leytonstone 
Beyond Leytonstone the trains will con 
tinue in tunnel in an easterly dire 
tion to Newbury Park. Three stations 
as follow will be provided on this new 
section,’ but the names are only pro 
visional: George (Wanstead), at the 
junction of High Street, Wanstead and 
George Lane; Red Bridge (Ilford), on 
the Eastern Avenue at its junction with 
Redbridge Lane, which probably will 
become an important point of inter 
change between road services and the 


he 
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Sketch maps showing (left) the new electric services planned for the inner suburban area around Ilford and Woodford : 
and (right) the outer suburban routes to Ongar and Shenfield 
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L.N.E.R. station will be reconstructed. 
A new rolling stock depot will be con- 
structed between Grange Hill and 
Hainault for the cleaning, repair, and 
overhaul of tube rolling stock. 

[t is proposed to run a service of 
7-car trains with a number of 8-car 
trains in peak hours. The service at 


p hours will be :— 


Trains 

Route an hour 
I rpool Street to Leytonstone. . 32 
Leytonstone to Newbury Park .. 16 
Newbury Park to Hainault a 8 
I tonstone to Woodford sty 16 
Woodford to Loughton .. He 8 
Woodford to Hainault te ~ 8 


As may be seen, the tube service 


!! be provided at Leytonstone, half 


ing via Gants Hill and Newbury 
Park to Hainault, and the other 
half to Woodford. At Woodford 
thi portion of the service will 
n be divided, half going = on 


to Loughton and the other half round 


the northern section of the Fairlop 
| line to Hainault. Hainault will 
thus be the terminus for both the ser- 
vi via Newbury Park and for part of 
the Loughton line’ service which 
branches off at Woodford over the Fair- 

line. Hainault station will be re- 


structed to make provision for the 
ssary reversing facilities to operate 


these services. Between Loughton and 
Epping there will be a shuttle service 
of 6 trains an hour with every third 
n projected to Ongar. 
In addition to recasting the signal- 


on all existing lines to accommo- 
date the longer trains, it will be neces- 
S to lengthen the platforms on 
existing Central London Line and 

to re-align the tunnels in certain places 
llow standard tube rolling stock to 
Some details of this 
of the work given on page 

1 of our issue of August 7, 1936. We 
then recorded that fourth-rail insu- 
lated 


De emploved. 
were 


~ 


return will be adopted on the 
Central London and its eastern exten- 
sions, replacing the existing third-rail 
system with earthed’ return. The 
idoption of the fourth-rail system will 
bring the Central London into line with 


standard practice on London Transport 

lectric railways. 

L.N.E.R. Electrification to Shenfield 
\part from the joint scheme detailed 

ibove, the L.N.E.R. is undertaking the 

electrification of its line between Liver- 

pool Street and Shenfield, together with 


I 

tl ontingent electrification of the line 
between Fenchurch Street and Strat- 
ford. Some 25 route miles of L.N.E.R. 
lit or 100 miles of single track, will 
be converted. The principal new 
works involved in this project are the 
ilteration of the lines leading to the 
platforms on the eastern side of Liver- 
pool Street station, with the necessary 
consequential alterations to these plat- 
forms to enable the local electric services 
to be segregated from the steam 
services; construction of a new single 
line for two-way working between 


Bow Junction and Stratford—a distance 
of 1:08 miles—for running a shuttle 
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service between Fenchurch Street and 
Stratford; a surface interchange station 
at Stratford between the extended tube 
railway and the L.N.E.R. Ilford and 
enchurch Street lines; the transposi- 


tion between Liverpool Street and 
Ilford of the present main and 


suburban lines to enable the electrified 
trains to run into the east side plat- 
forms at Liverpool Street station. The 
last-named rearrangement will involve 
the provision of a flyover west of Ilford 
to carry the local lines over the main 
lines, and will necessitate providing 
new platforms on what will be future 
suburban lines at Maryland Point, 
Forest Gate, and Manor Park. A new 
station will be built near Crowlands 
signal box about 1} miles from Chad- 
well Heath and just over 1 mile from 
Romford. Certain additional carriage 
sidings, alterations to platforms, and a 
re-arrangement of sidings and yards in 
connection with goods train working, 
will be necessary. 

When the work has been completed 
there will be an overall increase in 
loaded train mileage over these two 
sections (Liverpool Street to Shenfield, 
and Fenchurch Street to Stratford) of 
661,324 a year, representing an increase 
of 59-7 per cent. on the present services. 
During the peak hours it is intended 
to provide a service between Liverpool 
Street and Ilford of approximately 16 
trains an_ hour. Stations between 
Seven Kings and Chadwell Heath will 
have a service only slightly less fre- 
quent. Between Romford and Shen- 
field, stations will be served partly by 
electric trains and partly by steam 
trains working to and from the outer 
areas. In the normal hours it is 


proposed to run regular-interval 
services as far as is practicable. The 
electrified shuttle service between 


Fenchurch Street and Stratford will be 
run on the basis of a 12-min. interval. 

Electrification of the L.N.E.R. lines 
between Liverpool Street and Shenfield, 
and between Fenchurch Street and 
Stratford, will be on the direct current 
higher voltage system with a maximum 
voltage of 1,500, using overhead 
current collection. It is estimated that 
it will be necessary to provide 32 trains 
to work these services; the standard 
train will be one of 9 coaches composed 
of three units, each unit comprising one 
motor-coach, one trailer coach, and one 
driving trailer coach. This formation 
will enable trains of 3, 6, or 9 coaches 
to be used as traffic warrants. Of the 
32 trains, 4 will be required for the 
shuttle service between Fenchurch 
Street and Stratford, and will be 
composed of 6 coaches, so that alto- 
gether 276 coaches will be required for 
the new services. 

The density of the proposed electric 
service over these sections of the 
L.N.E.R. will necessitate the adoption 
of automatic and non-automatic 
multiple-aspect colour-light signalling, 
together with power signalling on 
certain sections of the route. Six 
substations, with a _ total installed 
capacity of 32,000 kW., will be neces- 
sary. 
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S.R. Divisional Engineers 
Staff Dinner 


Mr. C. V. Hill, Divisional Engineer, 
presided over the fourth annual dinner 
of the Southern Division Engineer’s 
Staff at Brighton on January 8. 
Among those present were Messrs. J. H. 
Knotts, R. Gurd, H. V. Russ, A. 
Curtis, F. C. Bishop, F. I. S. Gill, W. A. 
Messer, H. A. Robarts, G. H Gardener, 
W. Davidson, D. R. Bennett. Mr. Gurd, 
proposing the toast of ‘‘ The Chair- 
man,’ spoke of the consistent con- 
sideration shown by Mr. Hill to his 
staff, of which they were all most 
appreciative. In reply, Mr. Hill 
thanked them for their response to the 
many calls that he was compelled to 
make upon them in the present circum- 
stances of extra work entailed by the 
extensive electrification programme. In 
replying to the toast of ‘‘ The Guests,” 
proposed by Mr. Russ, Mr. Bishop, on 
behalf of the Operating Department, 
told of the wonder with which the 
engineers were regarded for the way 
they carried out works of the greatest 
magnitude without fuss and with the 
minimum disturbance of traffic. It 
had been expected that the extensive 
alterations necessitated at Eastbourne 
for the electrification would have re- 
quired inconvenient occupations of the 
line, but when the traffic people at 
headquarters, not having been ap- 
proached for a big possession, and fear- 
ing that the job might be getting 
behind, made tentative inquiries, they 
discovered that the work had been pro- 
ceeding steadily, bit by bit, and was 
already nearly completed. er. 3. 3. 
Knotts also responded. 








Forthcoming Events 


Jan. 18 (Mon.).—G.W.R. (Birmingham) Lec- 
ture and Debating Society, at Great Wes- 
tern Hotel, Snow Hill Station, 6.30 p.m. 
‘** Cartage Operations,” by Mr. A. Robinson. 

Jan. 19 (Zues.).—Federation of N.E. Area 
Lecture and Debating Societies, at Tem- 
perance Inst., Darlington. Debate : ‘‘ That 
the Time has Arrived to Revise the Provi- 
sions of the Railways Act, 1921.” 

Institute of Transport (London), at Inst. of 
Electrical Engineers, Savoy Place, W.C.2, 
6 p.m. ‘Are the Present Ticket Issuing 
Svstems becoming Obsolete ?”’ by Mr. A. 
Andrews. 

Institution of Electrical Engineers (Northern 
Ireland), at 9, Wellington Place, Belfast, 
6.30 p.m. ‘‘ Equipment and Performance of 
Steel Tank Rectifier Traction Sub-Stations 
Operating on the Underground Railways 
of the L.P.T.B.,” by Mr. A. Lunn. 

Jan. 20 (Wed.).—Institute of Welding (Man- 
chester), at College of Technology, 7.30 
p.m. “Structural Welding, Including 
Bridges,’’ by Mr. G. Roberts. 

Jan. 21 (Thurs.).—G.W.R. (London) Lecture 
and Debating Society, in General Meeting 
Room, Paddington Station, W.2, 5.45 p.m. 
Reading and Discussion of Prize Essay. 

Institution of Locomotive Engineers (Scot- 
tish), at Royal Technical College, George 
Street, Glasgow, 7.30 p.m. ‘‘ Mechanical 
Coaling Plants,” by Mr. R. Critchley. 

Permanent Way Institution (Brighton), at 
Welfare Room, New England Street, 7 p.m. 
‘‘Track Alignment,’’ by Mr. H. Ledger. 

Jan. 22 (Fri.).—Association of Glasgow Stu- 
dents of Inst. of Civil Engineers, at the 
University, Edinburgh, 7 p.m. ‘“ Railway 
Work in North China,”’ by Mr. W. Leitch. 
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The Working of Paddington Passenger Station 


Mr. F. R. Potter, Superintendent of 
the Line, G.W.R., presided over an 
excellently attended meeting of the 
G.W.R. Lecture & Debating Society 
at Paddington on January 7, when Mr. 
F. W. Green, Assistant Divisional 
Superintendent, gave a _ lecture on 
‘The Working of Paddington Pas 
senger Station.’” Mr. Green’s paper 
was full of informative facts, and its 
interest was enhanced by a number of 
lantern slides. 

The importance of the work at Pad- 
dington station was indicated by the 
fact that in 1935 the value of the 
passenger and parcels revenue arising 
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3ridge boxes, respectively. The arrival 
box. has two separate locking frames 
one for the main lines and one for 
the suburban lines. All three signal 
boxes are electrical, operating colour- 
light signals and points by power. The 
whole of the running lines and siding 
connections are track-circuited. Track 
circuits and their locks are so arranged 
that immediately an out-going train 
has cleared the platform the points at 
the end of that line can be reversed 
for the pilot engine to leave the plat- 
form for the yard sidings. As a result 
f£ alterations to the layout put in 
hand four years ago it is possible to 
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Sketch plan showing the arrangement of Paddington station 


there was £2,045,264, with the addi 
tion of £269,890 from London receiv 
ing offices, representing in all nearly 
22 per cent. of the company’s total 
passenger revenue. The complete 
figures for 1936 were not available, 
but doubtless Paddington had done its 
fair share in attracting and handling 
the Great Western Railway’s additional 
passenger business that year of over a 
quarter of a million pounds. In the 
course of a year the number of pas 
sengers using Paddington station was 
approximately eight millions. Com- 
pared with other London terminals the 
suburban traffic dealt with was com 
paratively small. 

The lecturer described the site and 
layout of the station and the general 
use to which the fifteen platform lines 
are put. Normally four are for de 
parting trains, two for ‘‘ in and out ’’ 
working, five for arriving trains, and 
four (at the suburban station) for local 
trains and through trains to and from 
the city. 

The engine sheds, as well as the main 
coaching depot, are at Old Oak Com- 
mon, three miles from Paddington, and 
on the up side of the line. The control 
of lines serving Paddington station is 
effected by three signal boxes—the de 
parture, arrival, and Westbourne 


make nine simultaneous train or engine 
movements to or from the eleven main 
line passenger platforms. 

Except when special arrangements 
are made to reduce the number, each 
train dealt with at Paddington station 
entails four separate sets of point and 
signal movements, viz., on the depar- 
ture side: empty train in; engine to 
train; train departure; pilot engine out. 
On the arrival side: train arrival; pilot 
engine to train to clear coaches; empty 
train out; train engine out. Although 
there is only one departure line out of 
Paddington station, three long-distance 
trains have been started and the plat- 
forms cleared of pilot engines in four 
minutes; on other occasions, four trains 
in seven minutes. Should the down 
line be closed by mishap or failure, 
however, other emergency outlets are 
available. On busy Saturdays in the 
summer approximately 170 up and 170 
down main line trains are dealt with, 
while at the suburban station there is 
a total of 266 steam and electric trains 
in each direction. 

The speaker explained in some detail 
the methods of engine working, and the 
working of trains and empty stock on 
the departure and arrival sides. In 
connection with the arrival working he 
emphasised the necessity for swift 
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clearance of trains from the platforms 
to avoid delay to succeeding trains. 
He pointed out that quite recently 
two-way, or reversible, working was 
introduced over the up main and up 
relief line between Subway Junction 
and Paddington arrival box, a distance 
of rather less than a mile, with con- 
nections to the down main and relief 
lines at Subway Junction. By this 
means, should circumstances require it, 
down trains, loaded or empty, can be 
worked away from the arrival side over 
three lines simultaneously The trans- 
fer of a good proportion of local trains 
trom the main line station to the subur- 
ban station has been of great relicf to 
the main line station working, and this 
is particularly noticeable when the nor- 
mal main station programme is ex- 
ceeded, and at special times such as 
when there is heavy fog. 

Referring to parcels traffic, Mr. Green 
described the layout of the depots, and 
the facilities, and said the daily busi- 
ness approximated 22,000 parcels for- 
warded and 1,400 received for delivery 
in London or transfer to other railway 
companies, In addition there is the 
arrival of a heavy and varied market 
traffic and the nightly despatch of an 
average of well over 200 tons of news- 
papers. Heavy special and seasonal 
traffics are also dealt with at various 
times. On a normal day four parcels 
trains (including one specially-designed 
diesel railcar) leave the Paddington 
parcels depot. In addition 17 railway 
vans are loaded with parcels for attach- 
ment to passenger trains. The 
methods of dealing with milk traffic 
were described. With the adoption of 
glass-lined milk tanks, churn traffic 
has rapidly declined, but the speaker 
said that the great bulk of London milk 
supply still passes by rail. 

Other matters referred to in Mr 
Green's comprehensive paper embraced 
train indicators and loud _ speakers, 
postal mail bag traffic, booking offices 
with their annual traffic of over two 
million passengers and £1,750,000 
revenue, and the seat reservation office, 
which, for a single day in the summer, 
has reserved up to 25,000 seats. 








EXTENSION OF TRAVEL FACILITIES IN 
IraLty.—The London office of the Italian 
State Tourist Department announces 
that all the travel facilities which were 
in force last year—50 per cent. and 
70 per cent. reduction on the State 
Railways, fixed-price hotel coupons, 
cheap petrol for motorists, etc.—have 
been extended to 1937. The special 
tourist rate of exchange is approximately 
100 lire to the pound—in fact, sterling 
now buys 50 per cent. more than it did 
six months ago, hence, Italy is one of 
the cheapest countries in Europe in 
which to spend a holiday. Prices of 
tickets from London to Italian frontiers 
are also much lower as a result of the 
recent adjustments made in Continental 
currencies. 
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MINISTRY OF TRANSPORT ACCIDENT REPORT 


Postiand, L.N.E.R.; July 27, 1936 


] 6.50 p.m. express, March to 
Doncaster, drawn by ‘‘ K3”’ class 
9-6-0 locomotive No. 2764, built at 


Darlington in 1930, was derailed at 
about 7.9 p.m. when approaching Post- 
station at high speed. Its com- 
on was as follows, and the total 
204 tons. 


land 
posit 


wel it 


6-wheeled luggage brake van No. 6662 (14 tons) 


wheeled fruit van No. 168492 (8 tons) 
Bogie parcels van No. 6783 (25 tons) ... 
Bogie parcels van No. 61 (23 tons) 

Bogie brake third No. 62426 (27 tons) 
Bogie composite third No. 63771 (30 tons) 
Bogie composite No. 63628 (27 tons) 
Bogie brake van No. 62496 (27 tons) 
30gie parcels brake van No, 65 (23 tons) 


Allthe vehicles had steel underframes 
and wooden bodies except No. 168492, 
which was wooden throughout. The 
engine and tender weighed 122 tons in 


working order and had steam brake 
working with vacuum on the train. 


[The weight of the engine alone was 
14 cwt. of which 11 tons 14 
carried on the pony axle, 
which was swing-link controlled, and 
its centre of gravity was 5 ft. 6} in. 
above rail level, } in. below that of 
the tender, which was carrying nearly 
its full 4,200 gallons of water and 7} 
tons of coal. The company owns 169 
engines of the ‘‘ K3’’ class and 24 
are under’ construction. They are 
found particularly useful where timings 
demand rapid acceleration. 

here were only 7 passengers in the 
train, all in the seventh’ vehicle 
No. 63628, and all suffered from shock. 
A person in the yard was 
slightly injured by a flying piece of 
The engine remained on the 
rails, but the tender and nine vehicles 
left them ; the engine, tender and 6 
wheeled van became detached and ran 
on 989 yd., the tender being re-railed 
at a connection 350 yd. beyond the 
initial derailment. The down track 
was extensively damaged. 

Major G. R. S. Wilson conducted the 
enquiry. 

Gradients in the vicinity are inap- 
preciable. The down line is curved 
right handed at 160 chains radius, 
changing to tangent approximately at 
the home signal; thence it is straight 
The derailment occurred to the left 
and its first mark was just ahead of 
the home signal. There is a_ plain 
diamond crossing 93 yd. beyond this 
mark and a trailing connection 264 yd. 
further on, where the tender was re- 
railed. The permanent way is of old 
Great Eastern standard, new in 1914, 
with 45 ft. 95 lb. rails and 54} Ib. 
chairs, each secured by 2 bolts with 
three-prong fang nuts to Baltic fir 
sleepers, 18 per rail length. Ballast is 
of granite 6 in. deep on clay formation, 
which, in spite of wet weather, ap- 
peared well drained. The line is in 
the highest maintenance class, having 
a ganger, patrolman, who acts as sub- 
ganger, and 9 lengthmen, with motor 
trolley, for 6} miles of double line. 


71 tons 


cwt were 


goods 


coal. 


Examination of the track for half- 
a-mile in rear showed the rails not 
greatly worn and the original sleepers 
undecayed. The chairs had cut into 
the sleepers some 3 in. and there was 
evidence of outward movement.  Dif- 
ficulty is experienced in keeping chair 
fastenings tight. When a bolt can no 
longer be tightened, due to the lower 
Became detached. 


--+ lop 
} Both wrecked. 


s | Undergear much damaged, but not 
: bodywork. 
| No. 62496 fell over on its left side. 


nut seizing, its head is cut off and it 
is driven through, the hole is plugged 
and a coach screw inserted; 3-4 percent. 
had been done along } mile in rear, 
but others were loose. Many keys were 
loose enough to be kicked out. The 


gauge varied from correct to +{{ in. 
slack. On the rail prior to that bear- 


ing the first mark of derailment gauge 
at the ‘‘ running-on ’’ joint was } in. 
slack and at the middle $ in. slack. At 
the first mark it was } in. slack. Level 
was fairly good and there was no undue 
movement at slow speed. The greatest 
variation of cant in one rail length on 
the 160 ch. curve was from 1? in. to 
1} in. There was } in. cant 
first mark of derailment. This was a 
distinct flange mark traversing com- 
pletely across the head of the rail in 
8 ft. 0 in. There were no further mark 
ings on this rail, but on the head of 
the next there were four indentations, 
two close to the running edge and two, 
much deeper, together in the 
centre; springing from each of the two 
latter there were well-defined flange 
marks, crossing to the outside edge of 
the rail. Beyond, this point all chairs 
of both rails were broken and single 
wheel marks were noted on the sleepers 
in the ‘‘ four-foot’’; these continued 
for 63 ft., after which, as far as the 
diamond crossing, additional wheel 
marks on the sleepers indicated that 
several vehicles had become derailed to 
the left. Beyond, the whole of the 
down track was broken up as far as the 
trailing connection with the goods yard, 
where severe markings on the crossing 
indicated that the tender had become 
re-railed there. The train parted be- 
tween the six-wheeled and the four- 
wheeled vans, the shackle being pushed 
off the hook on the former; there was 
no drawgear breakage. The bodies of 
the next two vehicles were destroyed. 
The other six remained coupled and 
finished more or less upright, except 
the last but one, which fell over. 

This train is booked from March to 
Welland Bridge Junction, near Spald- 
ing, at an average speed of 48-6 m.p.h. 
Station Inspector W. C. Crowe, who 
supervised its formation at March, said 
he realised there were instructions that 
4-wheeled vehicles should be placed in 


close 


at the 
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the rear of fast trains, or, when that 
was impracticable, next the engine. 
He considered it impracticable on this 
occasion. Passenger Shunter A. J. 
Toates coupled the engine and attached 
the vans; all couplings were properly 
screwed up. Mr. W. J. Turner, 
Carriage and Wagon Foreman, Peter- 
borough, who arrived with the break- 
down train, confirmed _ this. No 
material defects were found in the train 
at March. Driver C. E. Cameron said 
he approached Postland at about 60 
m.p.h. and felt a heavy lurch, which 
threw him forward. He was not cer- 
tain that the tender was ever derailed, 
it being on the line when he stopped. 
There was no unusual movement of 
engine or tender before Postland; the 
K.3 class rode steadily, with no undue 
tendency to oscillation. No. 2764 was 
in very good condition, and other men 
confirmed this. He had never experi- 
enced rolling on this section sufficient 
to warrant reporting; the riding was no 
different on the Doncaster-Grantham 
main line. Fireman J. L. Leaf felt 
a sudden drag and then had the im- 
pression that the tender was bumping 
over something; this eased as they 
slowed down. Guard A. E. Huckle 
thought the speed was about 60 m.p.h., 
when his van started to bump heavily 
and then fell over. The driver and 
fireman of a goods train on the up line 
noticed nothing wrong until the express 
passed the home signal when they saw 
the front rocking violently. 

Ganger H. W. Fisher walked this 
length only occasionally, but went to 
any bad place reported by the patrol- 
man. There were no particular diffi- 
culties with ordinary maintenance. 
Clay formation was apt to shrink in 
dry weather when level would tend to 
become irregular. Creep was preva- 
lent. There had been some difficulty 
in keeping keys tight and he had found 
three out of adjacent chairs. This 
might be dangerous. Gauge should be 
rectified if it reached } in. slack. No 
gang had been working on the down 
line on July 27. Patrolman G. Cottam 
walked the 13 track miles daily. On 
July 27 he found about 150 keys out. 
It might be as many as 200 to 300 in 
hot weather; sometimes 3 or 4 were 
out on the same side near joints. Per- 
manent-Way Acting Inspector H. 
Woodbine thought the condition of the 
fastenings satisfactory for 60 m.p.h. 
Riding the engine of the Lincoln- 
Spalding express on July 8 he found 
things satisfactory; he had had no com- 
plaints for a considerable time. Chief 
P.W. Inspector W. J. Simpkins in- 
spected this section with Woodbine 
three weeks before; he did not think 
there was much ‘‘ out of the ordinary ”’ 
nor any defects to draw attention to. 
Keys were admittedly a bit loose but 
re-keying was hardly necessary. He 
noticed no lurching when riding an 
engine 3 or 4 months before and could 
not account for the derailment. 

Major Wilson travelled on ‘a similar 
engine, No. 2763, on August 14, with a 
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400-ton train; there was rolling of con- 
siderable amplitude at times, but it 
was damped out before starting afresh. 
The running was steadier after Post- 
land, due, said the P.W. Inspector, 
to the line being ‘‘ off the marsh ’’ and 
on stone ballast. Engine No. 2764 was 
examined at March on the day of the 
accident and needed only two slight 


adjustments. It was last under general 
repair in May, 1936, mileage since 
being 9,644. There was then no appre- 
ciable divergence from the designed 
weights. No bearing springs were 


changed, and no repairs made _ to 
wheels, axles or axleboxes, of engine 
or tender, down to the accident. 

Major Wilson examined engine 
No. 2764 and tender at Doncaster, after 
stripping, but found nothing worthy of 
note. There was no evidence that any 
parts had fallen from them to cause 
an obstruction, nor that tender axle- 
boxes had been binding in the horns. 
Examination of the underframe of the 
4-wheeled van No. 168492 at Stratford 
revealed no defect; on the 6-wheeled 
van No. 6662, however, the sixth axle 
guard, right-hand forward, as the train 
was travelling, was heavily chafed 
inside, the maximum depth being # in. 
The vehicle was lifted in September, 
1935, and this wear the company con- 
sidered unusual; probably it was ap- 
proaching but had not attained the 
permissible limit then, and did not 
therefore receive attention. The work- 
ing in traffic of such vehicles is apt to 
be irregular and axle-guard wear on 
one side is not unusual. The com- 
pany’s opinion was that friction had 
not interfered with free action of the 
spring. 


Inspecting Officer’s Conclusions 


The difficulty is to determine which 
vehicle was derailed first. The speed 
approaching Postland may well have 
been 70 m.p.h. The evidence is not of 
much value as to the point at which 
the tender became derailed. It is 
hardly probable, from its shortness and 
there being no others for 24 ft. 6 in., 
that the first mark of derailment was 
caused by a heavy, rigid 6-wheeled 
vehicle such as the tender, whose inter- 
mediate wheels would follow the lead- 
ing ones at once, of which there was 
no sign. Mr. R. A. Thom, Mechanical 
Engineer (Southern Area), thought that 
oscillation sufficient to make a tender 
wheel flange mount would considerably 
alarm the enginemen, neither of whom 
felt any serious movement prior to the 
initial derailment, while the evidence 
is that undue lateral oscillation is not 
prevalent in these engines or their 
tenders. Had the tender become de- 
railed through several consecutive keys 
being out, allowing the rail to bend 
and a flange to climb, the company 
considered the rail would have been 
distorted, which was not the case. 
Most likely the derailment was initiated 
by the six-wheeled, or the four-wheeled 
van, as a result of severe lateral 
oscillation set up at high speed in two 
adjacent vehicles of short wheel base. 
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The condition of the track, particularly 
with regard to slackness and variations 


of gauge, may have contributed. The 
four-wheeled van, with its much 
shorter wheel base (9 ft. 0 in.) was 


probably primarily responsible for this 
oscillation, for, although the wear in 
the leading axle guard of the six- 
wheeled van would have increased the 
total sideplay of the axle from } in. 
to perhaps } in., the company did not 
consider that this alone would result in 


dangerous unsteadiness, an opinion 
with which Major Wilson agrees. 


Nevertheless, even a slight increase in 
sideplay at the end of the six-wheeled 
vehicle would tend to increase any 
lateral movement that might be pre 
sent at speed, which might also affect 
the running of the four-wheeled van in 
rear, and although it was said the 
couplings were properly tightened, :t 
must be remembered that the drawbar 
tension at high speed on level track 
would be light, and exercise little re- 
straining effect. 


Inspecting Officer’s Remarks 

It is to be regretted that it is not 
possible to define with certainty the 
cause of this derailment; but the most 
likely one was serious oscillation of a 


lightly loaded short wheelbase four- 
wheeled vehicle at high speed. That 
there is such risk of derailment is 
recognised by the Railway Clearing 


House Instructions repeated in the 
Appendices of the Companies. Some, 
including the Southern area of the 
L.N.E.R., supplement them by pro- 
hibiting the running of four-wheeled 
goods vehicles in certain of their faster 
and more important trains, and one 


company has recently extended this 
prohibited list. The L.N.E.R. agree 


that running of four-wheeled vehicles 
at the front of fast trains is not desir 
able, and Major Wilson was informed 
that constant attention is given to this 
point, and further that where the 
timing of express and semi-fast trains 
is accelerated, consideration is invari- 
ably given to the prohibition of the 
attachment of four-wheeled vehicles. 
The train in question is an important 
cross-country express which may attain 
high maximum speeds, and, although 
there are certain difficulties, the com- 
pany has undertaken to _ consider 
whether it is practicable to avoid the 
conveyance of four-wheeled vehicles, 
or to ensure they shall be attached in 
rear. The instructions, while specifying 
that four-wheeled vehicles should be 
placed at the rear of vehicles contain- 
ing passengers (where, if they become 
derailed they are less likely to affect 
the rest of the train), leave a measure 
of discretion. To ensure that conveni- 
ence in working is not given undue 
weight, the company is issuing instruc- 
tions that the practicability or other- 
wise of attachment of four-wheeled 
vehicles to the rear of non-stopping 
passenger trains must receive close con- 
sideration in each individual case. 
Although permanent-way defects 
were probably not the primary cause of 
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this derailment, the slackness and 
irregularities of gauge were likely to 
aggravate the movement of a vehicle 
in which a tendency to lateral oscil- 
lation at high speed is inherent. This 
slackness of gauge was evidently due 
to loosening of thé bolted chair fasten- 
ings, a difficulty frequently encoun 
tered in this design of track; although 
some loose bolts had been replaced by 
coach screws, there was still a consider- 
able number of shifted chairs where 
gauge was not satisfactory. This 
remedy should have been more exten 
sively applied. Complete renewal, 
however, hardly appears to be justified 
at present, for the track was generally 
in sound condition in spite of its age 
(22 years) and, with suitable attention 
to the fastenings, should have a few 
more years’ useful life. 

The slack gauge has now been recti 
fied, and bolts replaced by screw fasten- 
ings where necessary. The deterioration 
of gauge in a line carrying fast and 
heavy traffic should not have been 
allowed to go so far without attention, 
and for this Patrolman G. Cottam is 
not free from blame. Ganger H. W. 
Fisher did not fully appreciate his own 
responsibility to satisfy himself, by 
regular and frequent personal inspec- 
tion, that his length was in sound 
condition, and placed undue reliance 
on the patrolman. Inspector H. Wood 
bine expressed the opinion that thx 
fastenings were in satisfactory condition 
for high speed traffic; he failed to 
appreciate the necessity for remedial 
action, and it is surprising that Chief 
Permanent-Way Inspector W. J 
Simpkins, three weeks before the acci- 
dent, did not consider any attention 
required. There was similar lack of 
appreciation on the part of the perma- 
nent- way staff in respect of loose keys; 
rail creep in the down line was also 
prevalent; these troubles are interde- 
pendent and, having regard to the 
number of loose and shrunken keys, 
it appears that the majority were at 
the end of their useful life. 








S1no-BELGIAN Rat~way Loan.—The 
Chinese Ministry of Railways has con- 
cluded an agreement with the Belgian 
Compagnie General de Chemins de Fer 
et Tramways en Chine for a seven-year 
ioan of £3,000,000 at 6 per cent., for the 
purchase of material and equipment for 
the Paochi-Chentu extension of the 
Lung-Hai Railway, described recently 
in our overseas columns. The firm has 
been closely associated with the equip- 
ment of the parent line also, and 
supplied the capital for its construction 
in a similar manner. Payments in 
connection with the new loan, which is 
guaranteed by the Ministry of Railways 
and the Central Bank of China, will be 
a first charge on the revenues of the 
extension and also a charge against the 
Lung-Hai Railway finances, states a 
Reuters message from Nanking. Further 
large orders for equipment may, there- 
fore, be expected to be placed with 
Belgian manufacturers through the 
syndicate. 
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Royal Wedding Train Services on the 
Netherlands Railways 


the week preceding January 7, the 
da of the wedding of the Crown 
Princess has been one of records in pas- 


senger traffic on the lines converging on 
[he Hague. The special measures 


taken by the railway management 
beforehand proved to be adequate in 
respect, and the exceptional 
traflic has been handled without inci- 
dent. The Hague has two stations, 
the main or central station serving the 
electrified main line from Amsterdam 
to Rotterdam and Dordrecht, and the 
inch lines, also electrified, to 
Scheveningen and to Rotterdam 
Hofplein); and the station of the 
former State Railway, terminus of the 
line from Utrecht and the provinces. 
Ihe main line has ordinarily a train 
rvice at half-hourly intervals in both 
irections throughout the day, with 
lditional services at the quarter hours 
during the busiest periods, a number 
of ‘‘ all station’’ trains at irregular 
intervals, and the steam through trains 
to the Belgian frontier. The suburban 
line tc Rotterdam (Hofplein) has three 
electric trains an hour in each direc- 
tion with one or two additional trains 
during the morning and afternoon peak 
The Scheveningen branch has 
during the winter only one train an 
hour both ways. The Utrecht line. 
from the other station, has a fairly 
regular service of half-hourly trains. 


¢ ry 


hours. 


Augmented Train Services 

On the day of the Royal wedding 
ind four  revious days, the train ser- 
vice on the lines converging on The 
Hague, was greatly increased, and on 
the wedding day itself, January 7, an 
entirely revised timetable was in force 
the special arrangements made _ in 
idvance were as follow :—A half-hourly 
service on the electrified main line 
Amsterdam—The Hague—Rotterdam— 
Dordrecht remained in force, but addi- 
tional trains at 10 min. intervals were 
fitted in as the traffic demanded. 
\ll trains were scheduled as eight-car 
sets, and to provide the necessary roll- 
ng stock, the trains of the electrified 
sections from Amsterdam and Haarlem 
to Alkmaar were requisitioned for the 
day, the service on those sections being 
maintained by steam-operated trains. 
All trains from the provinces to the 
centre were scheduled to run to The 
Hague instead of to Amsterdam as is 
normal, passengers for Amsterdam 
changing at Utrecht. The Zandvoort 
branch was served by a shuttle service 
from Haarlem and so was the Hook of 
Holland branch from Schiedam during 
the rush hours, in order to keep the 
main line entirely reserved for its own 
trains. On The Hague—Rotterdam 
electric local line 8 trains an hour were 
scheduled. 

Tickets were not collected at The 
Hague on January 7, they were shown 
only at the barrier. Normally tickets 





are issued only on the day of travel, 
but tickets to be used on the 7th were 
on sale at all stations three days before 
hand. One drastic measure was the 
closing to all passenger traffic of the 
smaller intermediate stations and way 
side halts on the Amsterdam—Rotter- 
dam main line and The Hague—Gouda 
section. Off-duty days were cancelled 
for the 7th, and a large number of 
staff were concentrated in The Hague 
district drawn from provincial stations. 
Type of Electric Rolling Stock 
a Handicap 
handling of an 
passenger 


The exceptionally 
large traffic was a_ serious 
problem because the standard coach of 
the electric and diesel services is of the 
open type, having only one narrow 
entrance at one end, and an exit at 
the other; also six sliding doors in- 
side each coach, dividing the various 
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compartments, had to be negotiated. 
Consequently the timetable had to pro- 
vide for comparatively long stops at 
stations, these being of at least 3 min. 
to empty a train at The Hague. 

The large crowds of passengers were, 
however, quickly entrained at the State 


Railway station where steam trains 
with compartment stock and _ diesel 
trains with wide central and end 


entrances were used. 

Traffic on the days preceding the 7th, 
was exceptionally heavy owing to the 
issue of cheap return tickets to The 
Hague for visitors to view the decora- 
tions and illuminations. This traffic 
has been considerably in excess of the 
estimates, whereas traffic on the wed- 
ding day came up to expectations but 
did not exceed them. The very strict 
measures announced beforehand by 
The Hague police authorities as to the 
stoppage of all traffic, pedestrians in- 
cluded, in the City from early morning, 
probably diverted a large number of 
visitors to the previous days. The 
record passenger traffic was reached on 
the 5th, two days before the wedding, 
when 77,000 passengers were booked to 
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The Hague to return the same day. 
That day the traffic had to be handled 
by the ordinary scheduled trains sup- 
plemented by — specials. The ‘all 
stations ’’ trains and the parcel trains, 
which were cancelled on the 7th, were 
all run on the previous days. On the 
other hand trains had to be provided 
for the transport of 12,000 troops from 
various parts to The Hague, in the 
early hours of the 7th, and for the 
return journey in the evening of the 
same day. They were conveyed in 13 
specials out and back. 


Special Arrangements for 
Handling the Traffic 

The increased traffic was 
torily handled in the face of serious 
difficulties. The railways are excel- 
lently equipped for the modest traffic 
carried in ordinary times, and _ the 
officials proved quite capable of organi- 
sing the unprecedented increase without 
a hitch. On the 7th the Chief Traffic 
Manager, Mr. J. D. Evers, and a num- 
ber of assistants established — their 
headquarters at The Hague station; 
special telephones were installed giving 
communication with all stations and 
signal boxes on the main line and with 
the principal points on the system, an 
improvised train control which worked 
to perfection. Actually 6 to 8 8-coach 
trains an hour were run throughout? the 
day in both directions on the main 
line, 8 5-coach trains an hour on the 
Rotterdam suburban line, and 4 trains 
an hour, alternately diesel and steam 
trains, on the Utrecht line. Special 
trains were kept in readiness to be run 
when required. 

At the busiest times it took a pas- 
senger up to 50 min. to reach the train, 
queues being formed which extended 
100 vd. and over, into the street out- 
side the station. Crowds and staff 
were very good humoured and every- 
thing went off very well. In a special 
message to the staff the Directors of 
the Railways expressed their apprecia- 
tion of the good work done by all. 


satisfac- 








FRENCH RAILWAY PosTtTERS.—Archi- 
tectural subjects bulk large in a selec- 
tion of posters we have received from 
the Northern Railway of France. The 
company has produced three sets of 
views depicting respectively cathedrals, 
ancient monuments, and famous clock 
towers, and also favours ecclesiastical or 
other buildings in portraying the features 
of the historic cities it serves. Senlis, 
for example, is represented by a view 
of the cathedral in which the towers 
are backed by white clouds against a 
sky of deep gold. Another poster for 
the same town is an autumn hunting 
scene, with letterpress recalling the 
Senlis museum of sporting relics. At 
this part of the year, winter sports 
posters are naturally in evidence, and 
an interesting one from the P.O.-Midi 
and P.L.M. combines a map of the 
lines serving Monts Lozére with an 
appropriate design showing winter sports 
equipment and participants. 








124 


THE RAILWAY GAZETTE 


NOTES AND NEWS 


Record G.W.R. Excursion Traffic. 

A record of over 1} million half-day 
excursion passengers were carried by 
the Great Western Railway during 1936. 
Over 1} million of these were carried 
in more than 3,000 special trains, half of 
which were run on Sundays. 


Passenger Traffic in the U.S.A. 
Class I railways in the United States 
carried collectively 445,872,300 passen- 


gers in 1935, as compared with 
449,775,279 in 1934, a decrease of 
3,902,979. The 1935 figure is, however, 


12,892,413 higher than that for 1933. 


G.W.R. Locomotive ‘‘ King George 
VI.’’—By permission of His Majesty 
the King, the G.W.R. has renamed its 
“ King ”’ locomotive No. 6028 
King George VI. This engine, which 
is one of the latest of the class, was 
formerly King Henry II. The follow- 
ing number, 6029, was named last year 


King Edward VIII. 


class 


Dawlish Avoiding Line, G.W.R. 
The scheme for an inland by-pass of 
the G.W.R. coast line through Dawlish 
and Teignmouth has now been modified 
by a proposed divergence from the 
present route at Exminster, instead of 
at Dawlish Warren as originally in- 
tended. The length of the new line 
will be between 12 and 13 miles. 
Powers for its construction are being 
applied for in the present session of 
Parliament. 


Geography and Economics.—Sir 
Josiah Stamp, in his presidential address 
to the Geographical Association on 
January 7, discussed the true scope and 
purpose of economic geography. The 
economist who, even if his head were in 
the clouds, would keep his feet on the 
ground, must, he said, take the whole 
world for his parish. His address was 
followed by a paper from Mr. S. H. 
Beaver on some geographical aspects 
of railway development. 


Clogher Valley Railway to be 
Closed .—The Northern Ireland Govern- 
ment, after consultations with Ferma- 
nagh and Tyrone County Councils and 
the management of Clogher Valley 
Railway, has decided to take over the 
railway, close it, and pay off the share- 
holders. To provide the necessary 
alternative transport facilities, the 
Government proposes to improve the 
local roads. This line has been kept 
open up till now by the substitution of 
diesel for steam motive power on most 
services. 


Motor Gang Trolley Maintenance 
in Rhodesia.—The motor gang trolley 
svstem of permanent way maintenance, 
introduced on the Rhodesia Railways 
in 1934, has proved so successful that 
it is now to be extended to the branch 
lines serving the Copperbelt in Northern 
Rhodesia. Each trolley is given a per- 
manent distinctive number, so _ that 
train crews can assure themselves that 


they are crossing the correct trolley— 
as noted on their line-clear orders—at 
any particular crossing station referred 
to in those orders. Each trolley is 
equipped with portable phonopores. 


U.S.A. Fire Losses.—<According to 
statistics published by the American 
Railway Association, the lineside fire 
losses in 1935 totalled $3,273,927, which 
was a reduction of 55 per cent. compared 
with the figure ten years before. 


German Railway Visitors. — 
During 1936 visitors from 42 different 
countries travelled to Germany speci- 
fically to study the working of the 
German State Railway. The German 
authorities received 26 special commis- 
sions, including a party of 106 members 
of the Institution of Locomotive Engi- 
neers in London, who celebrated their 
twenty-fifth anniversary in this manner, 


Bullet-Proof Windows in Man- 
churian Expresses.—A Reuters mes- 
sage from Mukden, Manchukuo, states 
that bullet-proof glass is to be fitted in 
all first class coaches of express trains 
on the South Manchuria Railway 
Antung—Mukden line. This decision 
has been taken as a result of the many 
cases of shooting at express trains on 
that line. The cost of fitting the bullet- 
proof glass is estimated at £400 a coach, 


Glossary of Terms used in Rail- 
way Signalling.—The British Stan- 
dards Institution has published a ‘‘ Glos- 
sary of Terms used in Railway Sig- 
nalling ’’ (B.S.S. No. 719—1936), which 
has been prepared in conjunction with 
a number of British Standard Specifica- 
tions dealing with railway signalling. 
Copies can be obtained from the British 
Standards Institution, 28, Victoria 
Street, London, S.W.1, price 2s. 2d. 
post free. 

London Electric Finance Corpora- 
tion Stock.—Subscriptions were ‘re- 
ceived yesterday for £9,650,000 of 2} 
per cent. guaranteed debenture stock of 
the London Electric Transport Finance 
Corporation Limited, at the price of 
923 percent. It is a trustee issue with 
principal and interest guaranteed by 
the Treasury. The Corporation was 
formed in July, 1935, to provide cheap 
finance for the £40,000,000 scheme for 
the improvement of London transport 
facilities. In July, 1935, it issued 
£32,000,000 of 23 per cent. debenture 
stock, 1950-55, at the price of 97 per 
cent. 

New Shoreham-Jersey Air Ser- 
vice.—A new air service by multi- 
engined air liners will be inaugurated by 
Jersey Airways Limited, a_ railway 
associated company, on May 31, be- 
tween the Brighton, Hove, and Worth- 
ing airport at Shoreham and the new 
Jersey airport. The flight will take 
about | hr. 20 min., and will represent 
a considerable saving of time for pas- 
sengers from Surrey, Kent and Sussex 
compared with the existing service via 
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Southampton airport. Shoreham air- 
port is served by its own railway station, 
and convenient Southern electric train 
connections will be afforded for all air 
departures and arrivals. 


London Transport Posters.—The 
head of a clown, and the head of a 
conventionalised feminine representa- 
tive of the drama, regard respectively 
with humour and glassy detachment the 
pleasure-bent crowds at London Trans 
port stations. One poster epitomises the 
appeal of the circus; the other that of 
the theatre. Both have a great deal of 
bright colour, and an intentional arti- 
ficiality which are appropriate to the 
entertainments of the ring and the stage 
in the traditional forms they assume at 
the Christmas holiday season. 


German Interests in Chinese Rail- 
ways.—A Reuters message from Berlin 
states that Herr Otto Wolff, the well- 
known industrialist, is leaving Germany 
on a visit to China in connection with 
his firm’s extensive orders in that coun 
try. It is believed to be equipping 
entirely the Chekiang-Kiangsi, Nan- 
chang-Pinghsiang extension, and_ to 
have secured a ten-year $30,000,000 
purchasing agreement in connection 
with the Hanan-Kweichow Railway 
His visit is expected to result in further 
business with the Chinese Government 
and possibly in concessions in connec- 
tion with the natural resources of the 
country traversed by these lines. 








Railway. Nationalisation 
and the Stockholder 


The Rt. Hon. C. R. Attlee, M.P., 
Leader of the Opposition in the House 
of Commons, in a speech at a luncheon 
of the British Railway Stockholders’ 
Union, held at the Hotel Splendide, 
Piccadilly, on Thursday, outlined the 
Socialist attitude towards holders of 
railway stocks. Sir Charles Stuart- 
Williams, Chairman of the union, 
presided. 

Sir Charles Stuart-Williams, intro- 
ducing Mr. Attlee, also welcomed Mr 
John Marchbank, General Secretary, 
N.U.R., and Mr. W. J. R. Squance, 
General Secretary, A.S.L.E.F.  Refer- 
ring to the relations of railway stock- 
holders with the State, he said that 
certain promises had been made to 
them which never had been, and 
perhaps never would be, realised. In 
contemplating changes, the State should 
see to it that these were not prejudicial 
to the stockholder. Many stockholders, 
however, doubted whether a group of 
officials could infuse into so complex an 
organisation as the railway system such 
personal initiative, energy, and courage 
as marked its management to-day. 

Mr. Attlee, saying that he might be 
regarded as having come as a wolf 
among sheep, described the railways 
as the less lethal side of the transport 


activities of the country. Railway 
stockholders possessed one of two 
things: either a more or less assured 


income, or a hope. He and his friends 
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would like to be the benefactors of the 
stockholders, by making their securities 
more secure. He would like to turn 
them into holders of shares in the 
community. His party intended to 
take over transport when it came into 
power, and to replace competition with 
the co-operation that was necessary in 
the national interest. 

It was generally believed, Mr. Attlee 
said, that taking over the railways meant 

socking ”’ the stockholders, but he was 
sure the community would make a very 
fair bargain with them. A _ Labour 
Government would give them proper 
compensation. He was not so sure of 
what would happen to the directors. 
He believed that public ownership 
would ensure the necessary energy in 
railway management, and he asked 
stockholders to consider whether they 
could bring more pressure to bear upon 
the companies in their present capacity, 
or as ordinary citizens. Ways were being 
found to combine all that was best in 
public and in private enterprise. Rail- 
ways would have to be run as part of 
a co-ordinated transport system, and 
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primarily for the benefit of those who 
used and worked them. There was some- 
times a clash between public and private 
interests in large enterprises. Efficient 
and good transport could be got only 
if the whole of the community thought 
of other people. 

The Rt.-Hon. Sir Hugh O'Neill moved, 
and Mr. D. Ross-Johnson seconded, a 


vote of thanks to Mr. Attlee. Mr. 
Leslie Boyce, M.P., moved a _ vote 
of thanks to the Chairman. Other 


officers of the British Railways’ Stock- 
holders’ Union Limited who were pre- 
sent, were Mr. Ashley Brown, General 
Secretary, and Lt.-Comdr. A. F. Ingle- 
field, Honorary Treasurer. 








SOVIET GIRL LOCOMOTIVE DRIVER. 
The first woman passenger-locomotive 
driver in the Soviet Union is Z. P. 
Troitskaya, a fair girl of twenty-five 
years, who wears the Order of Lenin. 
She recently made a report to her fellow 
workers on the Lenin Railway on the 
proceedings of the Extraordinary Eighth 
Congress of Soviets, to which she had 
been sent by them as delegate. 
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British and Irish Traffic Returns 


Totals Ist Week 





Totals to Date 











1937 1936 Inc. or Dec. 1937 1936 Inc. or Dec. 
M.S.R. (6,914} mls.) | f f £ £ { { 

Passenger-train traffic... 366,000 362 000 4,000 366,000 362,000 4,000 
Merchandise, &c. 448,000 458,000 | 10,000 448,000 458,000 10,000 
Coal and coke 281,000 314,000 | 33,000 281,000 314,000 33,000 

(,oods-train traffic .-| 729,000 772,000 | 43,000 729,000 772,000 43,000 

fotal receipts | 1,095,000 | 1,134,000 39,000 1,095,000 1,134,000 39,000 
1..N. E.R. (6,332 mls.) 

Passenger-train traffic... 247,000 246,000 1,000 247,000 246,000 1,000 
Merchandise, &c. 308,000 317,000 9,000 308,000 317,000 9,000 
Coal and coke 238,000 272,000 34,000 238,000 272,000 34,000 

(,oods-train traffic 546,000 589,000 43,000 546,000 589,000 43,000 

fotal receipts 793,000 | 835,000 42,000 793,000 835,000 42,000 
G.W.R. (3,7465 mls.) 

Passenger-train traffic... 160,000 157,000 3,000 160,000 157,000 3,000 
Merchandise, &c. 183,000 176,000 7,000 183,000 176,000 |-+ 7,000 
Coal and coke 115,000 122,000 | 7,000 115,000 122.000 7,000 

(,oods-train traffic 298,000 298,000 | 298,000 298,000 
ital receipts 458,000 455,000 3,000 458,000 455,000 3,000 

S.R. (2,153 mls.) | 

Passenger-train traffic... 249,000 243,000 | 4 6,000 249,000 243,000 6,000 
Merchandise, &c. 53,000 55,000 | 2,000 | 53,000 55,000 2.000 
Coal and coke 31,000 37,000 6,000 31,000 37,000 6,000 

Goods-train traffic 84,000 92,000 | 8,000 84,000 92 600 8,000 

lotal receipts 333,000 335,000 2,000 333,000 335,000 2,000 

Liverpool Overhead 1,273 1,269 | 4 4 1,273 1,269 |4 { 
64 mils.) | 

Mersey (44 mls.) 4,682 4,426 256 | 4,682 4,426 |4 256 
London Passenger 
rransport Board 546,800 553,300 6,500 | 15,701,200 | 15,259,700 |+ 441,500 

IRELAND 
Belfast & C.D. pass. 1,811 1,966 155 2,334 2,515 181 
80 mls.) } 
goods 406 509 |- 103 475 583 108 
total | 2917 j 2,475 258 2.809 3,098 289 

reat Northern pass. | 8,350 8,300 | +4 50 8,350 8.300 | 4 50 
543 mls.) 

a goods 7,800 9,500 | 1,700 7,800 9,500 | 1,700 
total | 16,150 17,800 1,650 16,150 17,800 1,650 
Great Southern pass. | 27,825 28,124 299 | 27,825 | 28,124 299 
2,075 mls.) } 
goods | 42,721 47,249 | 4,528 42,721 $7,249 
total 70,546 75,373 4,827 70,546 75,373 
+ 2nd week. * 28th week. 


British and Irish Railways 
Stocks and Shares 


Stocks a3 
<0) 
G.W.R. 
Cons. Ord. -e-| G41g 


5% Con. Prefce ...|12612 
5% Red. Pref.(1950)|113 


4% Deb. ... .+/ 11912 
43% Deb. sooltae 
44% Deb. .-.{129 
5% Deb.... _...|141 
24% Deb. w+] 791g 
5% Rt. Charge .../13612 


5% Cons. Guar. ...)13514 
L.M.S.R. 

Ord. ove eee 355g 

4% Prefce. (1923) | 83 

4% Prefce. wee] 9234 

5% Red. Pref.(1955)| 10914 

4% Deb wef 11134 


54) Red.Deb.(1952)|11953 


4%, Guar. .--| 10634 
L.N.E.R. 

5% Pref. Ord. ...| 14 

Def. Ord. cool 986 

4% First Prefce. 7914 


4% Second Prefce., 3173 
5% Red. Pref.(1955)/ 10012 
4% First Guar. .../10415 
4% Second Guar. | 99 

3% Deb. ... w-.| 8534 
4% Deb. ... .-- 10934 
5% Red.Deb.(1947)|11614 
44% Sinking Fund |1111 

Red. Deb. 


SOUTHERN 

Pref. Ord. ---| 9834 
Def. Ord. eee] 278g 
5% Prefce. ---/12034 
5% Red. Pref.(1964)|/11934 
5% Guar. Prefce. |136 
5% Red.Guar. Pref. |120 

(1957) 
4% Deb. ... = 
5% Deb. ... .../ 140 
4% Red. Deb. |11612 

1962-67 


Betrast & C.D. 
Ord. ons a 


FortH BRIDGE 
4% Deb. ... 00/107 
4% Guar. - 1073 ¢ 


G. NORTHERN 
(IRELAND) 
Ord. ee eee] 1912 


G. SOUTHERN 
(IRELAND) 


Ord. are ove] OS 
Prefce. ... .--| 65 
Guar. a vos} @Pe 
Deb. 9934 
L.P.2 
44% “A” -» [12734 
5% “A” -- | 13814 
44% “1 F.A.” ...)1111¢ 
5%“ B” 13134 
“oC {11212 
MERSEY 
Ord. ---| 4034 


4% Perp. Deb. ...103 
% Perp. Deb. ...| 78 
3% Perp. Prefce. | 687 


(117336 


© 
Pie) 
fo7) 


Lowest 


451p 
11634 
10812 
1101, 
114 
121 
134 

74 
130 
12734 


17 

5212 
81 

10314 
105936 
11512 
10 15g 


434 
5514 
181, 
7734 
9854 
90 
79 
1041, 
1101, 
10712 


4lp 


105 
104 


41 
46 
81 
8314 


121 
13312 
1081, 
12334 
93 


23 


745g 
6314 


Prices 


Jan. 
13 


1937 


631o 
126 
11112 
11215 
11712 
1241, 
1361, 

751g 

|13319 
133 


331» 

8015 

9015 
107 
10612 
1161, 
1021 


1112 
534 
7819 
281» 
100 
102 
9712 
821, 
1061, 
11212 
10915 


98 

261» 
125 
11712 
1331 
1171, 


1111. 
13512 
1121, 


uw 


1041, 
10419 


5812 


93» 
94 


1221; 

13419 
109 

|1241, 
98 


411g 
101 

7712 

671, 
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CONTRACTS AND TENDERS 


Large L.N.E.R. Signalling Contract 
The Westinghouse Brake & Signal 
Co. Ltd. has received a contract from 
the L.N.E.R. for resignalling the North 
allerton-Darlington line. This contract, 
which is the largest to be placed in this 
country for many vears, includes the 
supply and installation of searchlight 
signals over some 17 miles of line, of 
which approximately 14 miles include 
complete power signalling on two, three, 
and four tracks, with a.c. track circuiting 
throughout, and also resignalling at 
Northallerton and Darlington South. 


The South Indian Railway Adminis 
tration has placed the following orders 


to the inspection of Messrs. Robert 
White & Partners : 

H. J. Skelton & Co. Ltd., 124 tons of steel 

ir tions 

Pu eter Engineering (¢ Ltd le centri 

il pump 

Pritchett & Gold & E.P.S. Co. Ltd., 350 cor 
position boxes for train-lighting cells 


Nicholson & Fieldsend Limited has 
received an order from the Bombay, 
Baroda & Central India Railway Admin 
istration for 600 helical springs to be 
supplied to the inspection of Messrs 
Rendel, Palmer & Tritton 


The Anderston Foundry Co. Ltd. has 
received an order from the Jodhpur 
Administration for 56 crossings 
switches, to be 
Messrs 


Railway 
and 42 sets of 12 ft 
supplied to the inspection of 
Rendel, Palmer & Tritton 

The British Thomson-Houston Co 
Ltd. has received an order, valued at 
about £90,000, for a 25,000-kW. turbo 
alternator set from the Glasgow Corpora 
tion his set has been necessitated by 
since the electri 
subway, and 
power 


the increase in traf 
fication of the Glasgow 
will be installed at Pinkston 
station 


Che Quasi Arc Co. Ltd. has received 
an order from the Argentine, North 
Eastern Railway for one portable diesel 
engine-driven welding set 

Babcock ra Wilcox 
received an order from the Madras Port 
Trust, to the inspection of Messrs 
Rendel, Palmer & Tritton, for one 
five-ton jib crane. 


Limited has 


|. Bennie & Sons Limited has received 
an order from the South Indian Railway 
to th Messrs. Robert 
White &« punching 
machine and one slotting 
machine: 


Inspection of 
Partners, for one 
guillotine 


Reichwald London Limited has 
received an order from the South 
Indian Railway, to the inspection of 
Messrs. Robert White & Partners, for 
24 tons of copper r¢ ds and sheets 


\irvac Limited has received another 
repeat order for 300 Airvac ventilators 
from the Chinese Government Pur- 
chasing Commission for the Canton 
Hankow Railway Further orders for 
Nuvac ventilators have been completed 
for New Zealand, Argentina, India, and 
Belgium. 


The Associated Equipment Co. Ltd. 
has received a repeat order from David 
Mac Brayne Limited for three oil-engined 
passenger vehicles. 


Beyer-Garratt Locomotives for the 
Leopoldina 
Beyer, Peacock & Co. Ltd. has 
received a repeat order from the Leo 
poldina Railway for six Beyer-Garratt 
articulated locomotives with the 4-6-2 
2-6-4. wheel arrangement. These 
metre-gauge locomotives will be identi- 
cal with those purchased by this railway 
from the same builders in 1929. These 
engines, on a 103 ton axle load, have a 
tractive eftort at 85 per cent. boiler 
pressure of 33,240 lb. They are to be 
employed on goods and _ passenger 
principally on the northern 
lines to Victoria, and will have coupled 
wheels 4 ft. 2 in. diameter, although 
they are to work over | in 33 grades. 


service, 


The Egyptian State Railways Admin- 
istration has placed the following 


orders 

S.A. des Usines & Acieries Allarde, axle boxes 
Order N« 21,561, total value £219 7s. 6d., 
delivered tf. Antwerp 

Maris Export & Trading Co. Ltd., 9,000 
netric tons sized coal for power houses, at 
41 5s. per ton, delivered c.i.f. Alexandria 

lr. Bevnon & Co. Ltd., 153,000 metric tons 
Welsh coal at £1 5s. 10d. per ton, delivered 
1.f. Alexandria 


including 11 British, 
three German or Czechoslovak, two 
Italian, one Swiss, and two Belgian, 
have sent in tenders for the supply of 
30 locomotives of the 4-4-0 type for the 
Egyptian State Railways, states Reu- 
ters, from Cairo. The Skoda Works 
made the lowest offer, namely, £5,654 
per engine, while the Forges Usines et 
Fonderies de Belgique quoted £5,873, 
the North British Locomotive Co. Ltd. 
£5,978, and the Vulean Foundry Co. 
Ltd. 46,160, adds Reuters. 


Nineteen firms, 


Hurst, Nelson & Co, Ltd. has received 
an order from Glasshoughton & Castle- 
ford Collieries Limited for a total of 300 
12-ton coal wagons. 


The Indian Stores Department has 
placed orders with Standard Telephones 
& Cables Limited, A.C.E.C. (India) 
Limited, and British Insulated Cables 
Limited for cable 


The Consolidated Pneumatic Tool 
Co. Ltd. has received an order from the 
Indian Stores Department for one 
reversible tapping machine. 

The General Electric Co. Ltd. has 
received an order from the Great 
Northern Railway (Ireland) for a 12 
months’ supply of Osram lamps. 

laylor Bros. & Co. Ltd. has received 
an order from the Antofagasta (Chili) 
and Bolivia Railway for 40 pairs of 
solid-rolled disc wheels and axles for 
ballast wagons. 


The South Indian Railway Adminis- 
tration invites tenders, receivable by 
February 5 at 91, Petty France, West- 
minster, S.W.1, for four broad-gauge 
tank locomotives, Class PT. 
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The South African Railways & Har- 
bours Administration. is calling for 
tenders, to be presented in Johannes- 
burg, by February 15, for the supply 
of nine pressed steel water tanks. 

The Chief Controller of Stores, Indian 
Stores Department (Engineering S« 
tion), New Delhi, invites tenders, recei\ 
able by February 16, for the supply of 
74 pairs of wheels and axles of various 
sizes complete with tyres and retaining 
rings, and 10 pairs of disc-centred wheels 
complete with tyres and retaining ring 


South African Enquiry for Garratt 
Locomotives 

The South African Railways & Hat 
bours Administration is calling for 
tenders (Tender No. 1162) for the suppl) 
and delivery of six or 16 new Garratt 
type steam locomotives, 4-8-2 + 2-8-4 
wheel arrangement, for 3 ft. 6 in. gauge 
Tenders endorsed ‘‘ Tender No. 1162 
Class G.M. Locomotives ’’ should reach 
the Secretary to the Tender Board 
South African Railway Headquarter 
Offices, Johannesburg, by March 15 
A copy of the specification and general 
conditions of tender may be borrowed 
from the Department of Overseas Trad 
The relevant drawings are being for 
warded by ocean mail and should reach 
the Department at an early date. Local 
representation is essential. 

The Egyptian State Railways Admin 
istration invites tenders, receivable in 
Cairo on the dates named, as follow 


For the supply of 200-600 metric tons 
screwspikes (January 27). 

For the supply of 400-900 metric tons 
saddles (February 3 


For the supply of galvanised wrought iro 
bolts and nuts required during one vear (Feb 


ruary 6 


For the supply of 425-1,000 metric tons of 
fishplates (February 13). 
For the supply of 4,500-10,000 metric tons 


rails (March 3 


The Assam-Bengal Railway Adminis 
tration invites tenders, receivable by 
January 25 at 56, Victoria Street, S.W.1, 
for the supply of 800 carriage and wagon 
tyre s. 

\n agreement has been concluded 
between the Chinese Ministry of Rail- 
ways and a German group consisting 
of the Ferrostahl, Friedrich Krupp, 
Stahlunion, and Otto Wolff companies 
for the supply of railway material to 
China, states the Berlin correspondent 
of The Times, and adds: ‘‘ The German 
group has granted credits of 40,000,000 
Chinese dollars bearing interest at 
6 per cent. and repayable in the course 
of 6 to 10° years. Of this sum, 
$10,000,000 is to be used for the recon 
struction ot the Peking-Hankow Rail 
way, and especially of the bridges over 
the Yellow River, and the rest for a 
new railway from Chuchow, in Hunan, 
to Kweiyang, in Kweichow. The 
Peking-Hankow railway work is to be 
directed by the Stahlunion, and the 
Kweiyang railway is to be built by 
Otto Wolff. The new railway forms 
the continuation westward of the rail- 
way from Nanchang to Pinghsiang now 
under construction, and will form part 
of the security for $30,000,000 of the 
credit granted.” 
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Staff and Labour Matters 


Road Transport Matters 


January 4 and 5 further public 
ns were held by the committee 
inted by the Ministers of Labour 
[ransport to consider the regula 
; of wages and conditions of ser- 
of persons employed in the road 
sport industry (goods). A memor- 
im of evidence was submitted by 
Joint Industrial Council for the 
iture Warehousing and Removing 
istry, which operates motor 
les under ‘‘ A ’’ or ‘‘ B’”’ licences. 
normal working week is 48 hours 
the rates of pay and conditions of 
loyment which members of the 
ployers’ Association were recom 
ded to observe as from October 1, 
16, were claimed to be at least as 
irable to the employees as_ the 
ement of the National Joint Con- 
tion Board for the Road Industry. 


Council expressed “‘ the strong 
iction ’’ that agreements evolved 
ugh its negotiations should have 


ersal application and be binding on 


licence holders undertaking furni- 

removals. The joint council 
ed, in principle, with the recom 
idation made to the Government 


imittee by the National Joint Con 

tion Board in regard to machinery 

enforcement; laying of information; 
yrds—wages and hours; and ‘‘C’”’ 
nce holders. 

Che Shipbuilding Employers’ Feder 
submitted a 
expressed, on behalf of its con 

tuent shipbuilding and ship-repairing 

is throughout the country, strong 
sition to the proposals of the 

tional Joint Conciliation Board that 
same provisions as apply to ‘‘ A’’ 

B’’ licence holders should also 

ply to ‘‘C’’ licence holders. In 

**C”’ licence 

vers employed by shipbuilders can- 


ot be regarded as members of the road 


ransport industry. 
riving only part of their time and the 


Many drivers are 


licles are not in competition with the 
d haulage industry. 

It was further claimed that adequate 
hinery of negotiation of questions 

and conditions exists 

oa ““C”” Beence 


ting wages 
the inclusion 


olders within the same provisions as 


s¢ which apply to ‘‘ A’”’ and “ B”’ 
holders would ‘‘introduce not 
into the shipbuilding industry, 
into industry generally, the prin- 
of compulsory arbitration before 
Industrial Court which would be 
ceptable to employers and work 
ople alike.’’ It was stated that the 
ration were strongly opposed to any 
irture from the principle that the 
ustry should be free to fix rates of 
es and conditions of employment of 
‘mployees in relation to the circum 
neces of the industry, without refer 
to the conditions which apply in 
er industries. 
idence on somewhat similar lines 
with a similar object was put in 


précis of evidence 


by the Gas Employers’ Federation, 
employing 126,000 workers, approxi- 
mately 2,800 of which are engaged in 
connection with the operation, under 
‘““C”’ licences, of about 2,500 road 
motor vehicles. 

The federation gave particulars of 
the machinery of negotiation estab- 
lished in the gas industry and of the 
rates of pay and conditions of employ- 
ment of the workers. The memorandum 
of evidence stated ‘‘ both the em- 
ployers’ and the workers’ sides have 


definitely set their faces against any 
outside interference. It has been an 
inflexible rule that by some means 


or other every dispute has to be settled 


within the industry itself, and it is 
a fact that in no dispute has there 
been a failure to arrive at a settle 
ment.”’ 


The Institution of British Launderers 
Limited, the National Federation of 
Dyers and Cleaners and the Multiple 
Shops Federation were all opposed to 
‘““C’”’ licence holders being made to 
comply with decisions of the National 
Joint Conciliation Board for the Road 
Industry. The Multiple Shops Federa 
tion contended that in so far as their 
retail organisation is concerned they 
do not compete with the general haul 
age industry and all three organisa- 
tions submitted that in many 
their drivers drive only part-time and 
are often employed as ‘‘ driver sales 
inen.’’ Their evidence appeared in the 
inain to be directed to demonstrate 


cases 


the ‘‘impracticability’’ of making 
‘“C’’ licence holders subject to the 
fair wages clause of the Road and Rail 
Traffic Act. 

It is understood that the government 
committee, which held its first public 
sitting on September 29, 1936, expects 
to hold several further meetings in 
order to receive evidence from still a 
number of representative organisations 
which have interests in the matters 
under examination. 

National Union of Railwaymen’s 
Membership Increase 

It is announced that the member 

ship of the National Union of Railway- 


men increased during the year 1936 
by no fewer than 60,000. The total 


membership at the end of December 
last was 330,000 and the union’s re- 
serves totalled nearly £2,000,000. 

New Claim by the National 

Union of Railwaymen 

Mr. Marchbank, speaking at Stafford 
on Sunday night, January 10, said that 
in the course of the next few weeks 
representations would be made to the 
railway companies for the cessation of 
the deduction of 1} per cent. from 
earnings and for restoration of the 
standard rates in respect of night duty 
and Sunday duty. Mr. Marchbank 
indicated that the National Union of 
Railwaymen would be likely to seek 
for the minimum standard rate of 40s. 
a week to be raised to 50s. a week, 
and he said that, having regard to 
improved finances of the railway com- 
panies, the claims that would be sub- 
mitted were fully justified. 








RAILWAY AND 


Northern Ireland Road Transport 


Board.—The Board has decided to 
pay interest on its stocks as follow 
4 per cent. per annum on the Al 


stock for the half year to December 31, 
1936; 4 per cent. per annum on the 
B stock in respect of the periods com- 
mencing on the dates of creation and 
issue and terminating on September 30, 
1936; 4 per cent. per annum on the 
\2 stock, in respect of the period 
commencing on the date of creation 
and issue, and ending on December 31, 
1936. 

Highland Transport Co. Ltd. 
For the year to September 30, 1936, 
this company, in which the L.M.S.R. 
holds 50 per cent. of the issued capital, 
secured a gross profit of £8,855, com- 
pared with £7,630 for the previous year. 
After allowing for depreciation, direc- 
tors’ fees, and income tax, and the 
balance (£518) of the loss on realisation 
of the assets of the Skye Section, there 
remains a balance at credit of £1,581. 
The directors recommend a dividend of 
9d. a share, less tax, which will absorb 
£1,001. They also recommend that 
£470 be written off goodwill, which will 
be reduced to £3,000, and that £110 be 
carried forward. The loss on the 
realisation of the Skye assets has now 
been completely written off. The issued 


OTHER REPORTS 


capital is now £29,750 in 35,000 shares 
of 17s. each, consequent on the reduc- 
tion of 3s. a share authorised by the 
Court of Session, as mentioned in the 
previous report. 

Letterkenny Railway.—The _ ac- 
counts for the half-year to June 30, 
1936, show receipts of £3,385, including 
£3,361 in respect of railway working 
under the terms of the agreement. The 
amounts paid to the Londonderry. & 
Lough Swilly Railway Company, etc., 
are £2,315, leaving a balance of £1,071. 
Mortgage interest takes £1,029, and 
the total debit balance is now 
£29,617 

Friedrich Krupp A.G.—Net profits 
of the Krupp works in Essen for the 
year ended September 30, 1936, 
amounted to RM.14,400,000 (£1,200,000) 
against RM.9,700,000 (£808,000) for the 
previous year. A dividend is announced 
of 4 per cent., the first payment since 
1917. The company’s iron and steel 
production exceeded all records. 








Forthcoming Meeting 


Januiry 19 (Tues.\—Rohilkund and 

~  Kumaon Railway Co., Ltd. (Ordinary 
General), 237, Gresham House, Old 
Broad Street, E.C., at 12 noon 
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Railway Share Market 
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tively steady, it being pointed out 1 
on the basis of its full dividend, whic! 







being confidently anticipated, an appar- 
ently favourable yield would be offered at 









































has proved misleading, the amount being overestimated. 















































he stock and markets were rather dull ence the directors following a rather the present price. Great Western ordi- 
until the middle of the week, when senti- liberal dividend policy. Moreover, it is nary was fairly steady in comparison with 
ment benefited from more hopeful generally believed that there are reason- some other stocks; in this case the st 
developments in the international political able grounds for anticipating that a good week’s return gives a small gain of 
situation Home railway stocks were rise will be established in traffic receipts £3,000. Southern deferred came in for 
quiet, and following publication of the during the ensuing months. L.M.S.R. profit-taking, despite the past week's 
traffic figures for the past week, which ordinary declined to 333 following the traffic loss being only £2,000, but the 
were very disappointing when compared traffic decrease of £39,000 shown for the preferred was fairly well maintained 
with the excellent gains shown for the past week. It has to be remembered that London Transport ‘‘ C ’’ was lowered on 
previous week, there was a movement to strict comparison of the receipts of the the increase in the price of petrol. 
lower prices Nevertheless, a steady main line railways with those for 1936 is Argentine railway stocks were Ss 
undertone was maintained, largely owing rather difficult as sharp fluctuations are active and moderately lower prices ru 
to the hopeful views which remain cur often shown in the early weeks of the despite the encouraging traffic figures 
rent with regard to the forthcoming deci vear The general assumption is still that Central Argentine preference stocks re 
sions as to dividends on the junior stocks 1 per cent. will probably be paid on favoured Elsewhere a point of interest 
Phe vages claims of the railwaymen L.M.S.R. ordinary stock and that there was moderate recovery in  Leopoldina 
and other factors are, however, leading to may very well be favourable increase issues. San Paulo was again active 
rather less optimistic estimates of divi over that rate for the current year. hopes of a larger dividend. Mex 
dends, although in some quarters it con L.N.E.R. issues were lower, the traffic Railway stocks developed a_ better 
tinues to be assumed that the payments decrease shown for the past week being dency. Canadian Pacific issues faile 
in respect of excess local rates may influ £42,000. The first preference was rela keep best prices. 
ry. ° P . . . . 
lraflic Table of Overseas and Foreign Railways Publishing Weekly Keturn- 
) 
Traffics for Week © Aggregate Traffics to Date Prices 
—_ Miles Wee : Shares 
Railways > . - os , or ~ ~ foe] = 
1935-36 Ending Total procthcchne'y ° Totals Increase or Stock o¢ oe “es ioes 
this year ; Woe = | o a 2 Decrease 5m Zo ED (SKE 
. with 1935 Z This Year Last Year == = an > 2 
£ £ £ £ £ 
Antofagasta (Chili) & Bolivia 834 10.1.37 14,160 4,020 2 16,530 3.100 6570 Ord. Stk. “5 1514 281 Ni 
Argentine North Eastern 753 9.1.37 7,605 + 1,753 28 254,993 38 + 32.055 - 12 2 15 Ni 
Argentine Transandine — — —_ ~— A. Deb. 54 35 7215 = 
3olivar 174 Dec., 1936 §,.600 900 52 74,200 71,300 + 2,9 6p.c. Deb 9 5 710 Ni 
Brazil — ~ _ - Bonds. 16 ‘11 i612 3 
Buenos Ayres & Pacifi 2,806 9.1.37 100,620 14,545 °8 2,221,444 2,116,083 + 105,361 Ord. Stk 'Jid 6 i6 Ni 
Buenos Ayres Central 190 2.1.37 $106,400 $8,300 27 £3,869.500 255800 + %613,700 Mt. Deb 3:1 i 391 Nil 
Buenos Ayres Gt. Southern 5,084 9.1.37 200,062 68,100 28 3,317,996 3,382 334 4338 Ord. Stk 31 1354 Si Ni 
Buenos Ayres Western 1,930 9.1.37 62,655 12.890 238 1,929,793 1,366,895 + 62 898 e £944 i! 281 Ni 
Central Argentine 3,700 9 1.37 158,617 + 29,451 28 3,943,951 3,3€0,715 + 643.236 a 3.9 £34 31 Ni 
Do - - Dfd. 21 4) 18lo Ni 
= | Cent. Uruguay of M. Vide« 273 2.1.37 13,120 2,518 27 267,727 + 59.935 Ord. Stk Te 3 10lo Ni 
cz Eastern Extn 311 2.1.37 2 646 626 37 48.319 + 6,823 
2 Northern Extn 185 2.1.37 1,406 71 27 35,055 + 3,071 
5 Western Extr 211 2.1.37 941 7) = 22,290 + 3,904 
a Central 1,218 9.1.37 36,230 11,320 28 908,180 831,620 + 76,560 Ord. Ine 5 1 b Nil 
Sd Ce i 188 Oct., 1936 19,226 7,592 18 71,989 55,349 + 16,640 Stk 36 32 36 5916 
= | Dorada 70 = Nov., 1936 14,800 + 1,500 48 156,500 130,700 + 235.800 I Mt. Db. 107 1Ollg 10412 554 
® | Entre Rios 810 9.1.37 13,356 + 4,807 28 $59 812 316,738 + 43.074 Ord. Stk 17 6 1715 Nil 
ot Great Western of Brazil 1,082 9.1.37 9800 — 700 2 11,400 15,100 3,700 Ord. Sh. ly 3y¢ 34 Ni 
* | International of Cl. Amer 794 Nov., 1936 $426,881 $11,920 48 $4,650,651 $4,258,842 + $391,809 
= | Interoceanic of Mexic« - : - — Is Pref D) 6 Ip Ni 
> | La Guaira & Caracas 22 Dec., 1936 6,225 } 2,025 52 56,700 45,345 + 11,355 sk. i) 3 710 Ni 
A. | Leopoldina 1,918 9.1.37 20,620 1,061 2 26,198 24,938 4 1.260 Ord Stk 1015 315 @ Ni 
Mex 483 7.1.37 $226,900 $15,690 1 $226,900 $211.300 + $15,600 114 14 1 Nil 
Mid! f Urug 319 Nov., 1936 8,878 453 22 41,109 31,384 + 9,745 a 115 8 15 | Nil 
Nit 397 31.12.36 6,905 1,780 52 119 211 155,267 36,056 Ord. Sh 63.6 419 272 Ni 
Par v Central 274 9.1.37 22,562,000 $388,900 28 $72,327,000 862,956,900 489 381,000 Pr. Li. Stk 85 71 81§ 7 
Yer Corp ti 1,059 Dec., 1936 81,512 3.095 26 490,785 454,297 + 36,488 Pref 15 uy 12 Ni 
100 2.1.37 ¢25,.400 ¢1,500 27 ; ¢381.896 3862 Pr. Li.Db 18 16 15 Ni 
i 1534 8.1.37 26,767 1,385 1 25,382 + 1,385 Ord. Stk 86 461 9!1 2 
164 Dec. 1936 4,090 35-26 29,700 + 200 Ord. Sh : 14 : 7 
United of Havana 1,353 9.1.37 16,385 + 946 28 430,577 12,722 Ord. Stk 1 5 Ni 
Ur \ 73 =#N , 1936 1,268 + 131 22 3,715 1,316 Deb. Stk 3 Slo Ni 
a £4 i 23,564 31.12.36 1,022,124 + 177,648 52 37,122,697 34,553,627 2,569,070 - 
=} ( di = — — —4p.c. Perp. Dbs. 76 51 751s 5 
“3 ( 1 4p.c.Gar. 104%, $954 1021» 37 
» 1 iP fi 17,223 7.1.37 448,600 1 448,600 403,200 + 45,400 Ord. Stk. 16%, 1015)¢ 15 Ni 
Ass Bengal 1,329 20.12.36 35,025 37 935,766 898,8!2 36,954 Ord. Stk 8134 8214 $51; 3 
Barsi Light 202 10.12.36 2,632 36 80,797 98370 — 17,573 Ord. Sh 77!) 6515 66lo 7 
“ Ber 1& N We 2,107 20.12.36 76,301 12 599,636 560,410 + 39.226 Ord. Stk 319 925 309 5 
3 iB | Dooars & Ext 161 31.12.36 4,032 39 101,544 106,9!8 — 5,374 1271. 118 11€1p 6 
ee il-N 1 3,268 10.12.36 179,175 36 4,169,663 4,397,510 236,847 104 1001 10115 3 
= | Be v,B I 3,072 31.12.36 319,875 39 6,257,325 5,982,450 274.875 114 110lo 1101- 5716 
\ SRS 3,229 10.12.36 180,900 37 3,896,934 3,815,710 $1,224 116 1081p 10719 7716 
I kund 572 20.12.36 13,995 12 102,784 97,800 + 4,984 311 286 308 5 
> hI 2,532 10.12.36 105.210 36 2.779 466 2,748,446 31,020 107 1025;¢ 10119 57 
Beira-Umtali 204 oO 1936 68,505 } 2,758 5 68,505 65,747 + 2.753 — = 
Bil River & Cant 15 N 1936 341 1.559 48 14,949 i6,953 2.004 —~ a E 
Egy Delta 620 20.12.36 7,299 647 37 181,437 181,429 + 8 Prf. Sh. 21, 15g 15 61 
Great Souther {Sp 104 29.8.36 568 - 2,514 35 33,629 62,623 - 28 994 Inc. Deb Il 1 310 Ni 
, S 1,625 Nov., 1936 190,145 6,878 48 2,319,197 2,186,377 + 132,820 — iw 
E B. Deb. 501 37 47 77 
5 Oct., 1936 125,267 5 125,267 111,983 13,284 1Mg.Db. 105 1O15;¢ 1O51o§ 454 
< trali Nov 1936 13,196 22 67,261 63,781 _ 1,520 Inc. Deb. 97 93lo 94lo 4\4 
= 21.11.36 85,464 33 1,250,877 1,000.335 250,542 — a ao 
Oct., 1936 229,964 + 5 229,964 202,694 27,270 4p.c.Db. 107 1031p 105 $15; 
19.12.36 671.837 36.037 38 23,179,093 21,461,672 + 1,717,421 — _ 
Sept. 1936 790.314 984 13 2,242 629 2,238,853 + 3,776 — — - — 
Oct., 1936 14,665 1978 44 80,613 114,122 — 33,509 — a _ 
Note.—Yields are based on the approximate current prices and are within a fraction of 116. 
_t Receipts are calculated @ Is. 6d. to the rupee. § ex dividend. Salvador and Paraguay Central receipts are in currency. 
The variation ir Sterling value of the Argentine paper peso has lately been so great that the method of converting the Sterling weekly receipts at the par rate of exchange 


The statements from July 1 onwards are based on the current rates of exchange and not on the par valu 











